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A NEGLECTED TOOL 


When Congress adjourned in June without having 
adopted any of the many measures detrimental to trans- 
portation introduced at the session, those interested in 
efficient transportation, shippers and carriers alike, heaved 
a sight of relief and whispered among themselves: “We 
have now something over five months in which to educate 
the public and the members of Congress, so that when 
December comes there will not be much danger of the 
passage of any of these bills calculated to harm our rail- 
road system.” 

The whisper grew and spread and soon became talk 
and print. But in the mean time, weeks were passing, and 
now, with half the breathing spell over, hardly a thing 
has been done to set matters right. Railroads, as indi- 
viduals and by groups, have published and distributed a 
few thousand pamphlets. The eastern roads have set up 
an information bureau to which interested persons may 
apply for facts as to legislation and legislators; but no 
concerted movefnent has been begun. Perhaps this, has 
been due to a mistaken idea that, in order successfully to 
carry out this campaign of education, a complicated and 
expensive nationwide publicity machine would have to be 
set up. 

That idea is erroneous because, so far as the rail- 
roads are concerned, that machine already exists and has 
existed for some time. Public utility corporations, the 
country over, with considerable more farsightedness than 
is possessed by the carriers, have been using this kind 
of publicity organization for several years. It consists of 
their employes, and especially of such of them as come 
into contact with the public. On the other hand, the rail- 
toads seem to have failed to recognize the value to be 
gained from a body of employes schooled in railroad facts 
and in the dissemination thereof. 

Perhaps no industry has a group of men potentially so 


railroads in their local agents. When we speak of the 
shippers as a body, we visualize the industries represented 
by their traffic employes in such organizations as the Na- 
tional Industrial Traffic League and in local traffic clubs. 
We fail to see the vast number whose businesses are local- 
ized, whose only contact with the carrier is through the 
local agents and whose only knowledge of railroad affairs 
comes through those agents. There seems to us, in view of 
these facts, to be inconsistency and inefficiency in the policy 
of the railroads in spreading information among the com- 
paratively small number of shippers of heavy tonnage, 
who, through their organization affiliations, their contact 
with the more important railroad officials, and their regu- 
lar reading of such information as is published in The 
Traffic World, are already possessed of the facts of 
transportation and the ability to analyze such facts, while 
neglecting the far larger number of small shippers by 
neglecting the source of their information—the local agents. 

The shipper of a modest amount of tonnage in a small 
community is just as apt as any other average layman to 
absorb some of the silly things about the railroads that 
have been so thoroughly spread in the last few years. 
Suppose this shipper, in his regular contact with the agent 
of the railroad in his town, broaches in conversation the 
oft-discussed subject of a railroad “guaranty.” Will not 
the idea he carries away, perhaps to spread further, depend 
largely on how clearly the agent can explain the situation 
to him? 

The chances are that the agent, however, is not pro- 
perly equipped to set his visitor straight. His knowledge 
of the subject may be so indefinite or vague that the ship- 
per’s original view is allowed to stand, or it may even be 
that he is ready to agree with the shipper and to strengthen 
the mistaken view. With all due respect to those among 
the agents who are ambitious and who spend their own 
time and money in educating themselves, the average local 
railroad representative is woefully ignorant on such sub- 
jects. 

Here, then, is a great machine for the shaping of 
public opinion that has been allowed to lie idle and to rust 
away. A little money spent in polishing and lubricating it 
would bring surprising results. Most local agents are of 
a type not averse to education. A publication, such as 
The Traffic World, placed regularly in their hands would 
furnish them with the kind of information needed in shape 
to be used. 

It might be argued that, since our magazine is, pri- 
marily, a tool for traffic men, it is the business of the local 
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agent who is interested in his work and eager for advance- 
ment to obtain it for himself. We are not convinced of the 
value of that argument. Since such a publication is a tool, 
and since, in its operation, it makes the agent more effi- 
cient, thus resulting in direct benefit for his railroad, it 
ought no more to come out of his small salary than the 
keys he wears or the paste he uses. 

We believe we can speak with considerable authority 
in this matter. In our office we have a list of some 17,000 
local agents to each of whom more than one sample copy 
of The Traffic World has been sent. Some of the com- 
ment with which these agents have answered our solicita- 
tion is interesting. In the main, this comment furnishes 
ground for our belief that, in a large majority of instances, 
local agents are hungry for the kind of material magazines 
such as ours print. Some of them have gone so far as to 
write to their superiors requesting them to authorize sub- 
scriptions. and have sent us copies of their letters. All of 
which indicates that, although the machine is neglected and 
rusty, its parts are in good condition and ready to start 
functioning with just a bit of attention. 

To the railroad executive we commend his local agent 
as an able ally in his battle for fair play from Congress 
and from the public. We may be accused of self-interest 
in this matter, because, as it happens, The Traffic World, 
is a publication exactly suited to the purposes outlined. To 
this we plead guilty. At the same time, our self-interest 
ought not blind the railroads to theirs. In this instance, at 
least, they lie in the same direction. 


Far be it from us to criticise American citizens who 
do not patronize American vessels when traveling to Eu- 
rope. We think an American citizen, spending his own 
money for business or pleasure, has a right to spend it in 
the way that he thinks will bring him the best return, 
and we think that the United States Shipping Board 
must compete on a purely business basis with the boats 
of other nations if it hopes to succeed. But it does make 
us smile, recalling the patriotic appeals that have been made, 
both to travelers and to shippers, to use American vessels 
—the attacks on certain shippers who used foreign vessels, 


- for instance, having amounted almost to charges of un- 


patriotic conduct—to read of the invasion of England by 
the American Bar Association, the members of which 
should, if any should, be amenable to patriotic considera- 
tions, if they ought to apply. We read in the public print 
that three hundred and fifty lawyers and members of 
their families sailed on the Berengaria. With that delega- 
tion was Mr. Hughes, Secretary of State. Four hundred 
sailed on the Aquitania and another four hundred sailed 
from Quebec. Another of those on the Berengaria was 
George W. Wickersham, former Attorney-General of the 
United States. The list of attorneys includes the names 
of many men prominent in our national life, some office 
holders, present or past, and some in private pursuits. It 
would seem that the patriotic appeal has had little effect 
on those who might be looked to to set an example. 


The Traffic World has no policy, politically speaking, 
except not to take sides in politics. It prints what candi- 
dates and parties have to say about transportation and 
comments on these things as it sees fit. But it does not 
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advise its readers which party ticket to vote, for the reason 
that it does not consider such a thing within its province 
and because it realizes that there are other considerations 
than those of transportation that should guide a voter in 
making his choice. Our readers are citizens as well as 
transportation men. 

But we do not- have the same hesitancy with respect 
to Mr. LaFollette, who is running independently for the 
office of President of the United States. We do not 
regard the question of his election as one of politics, but 
as one of patriotism. He is a demagogue and an unpatri- 
otic citizen. Most of his other ideas are as unsound and 
dangerous as his transportation doctrines. We believe that 
few of our readers are in the class that might be suspected 
of an inclination to vote for him, except that he is making 
a special appeal to railroad labor with some show of suc- 
cess. Many railroad labor leaders are working with him. 
Others have said that railroad labor cannot be delivered 
to him. The American Federation of Labor, through its 
executive council, however, has endorsed him. The 
probability is that he will get a large labor vote. He 
promises much and would deliver little, even if he were 
successful. He has no hope of success, however. His 
only idea is to throw the election into Congress where, 
though he could not be elected himself, he could exert 
great influence on the result. Railroad labor has its faults, 
as have most of us, but we hope it is above being misled 
by this lusty lunged, conscienceless actor from Wisconsin. 


KANSAS LOGIC AND ORATORY 

We do not know whether the retirement of Clyde 
Reed from the Kansas commission to seek higher politi- 
cal honors is responsible for that commission’s flight of 
oratory in its recent decision prescribing new single and 
joint line rates to be applied on brick and other clay 
products, carload, moving within the state, and we would 
be still more hesitant in ascribing to his absence responsi- 
bility for the lack of logic that accompanies the oratory. 
But here is the gem from the decision: 
; Kansas and the West was developed by the big visioned, 
imaginative men who erected farm homes and built our rail- 
roads; who saw the possibility of developing tonnage by proper 
application of rates. It would still be the haunts of wild 
Indians and buffaloes if the pioneer farmers and railroad men 
had followed any accountant mathematical formula. Any such 
formula would have proved conclusively that the establish- 
ment of a home or the building of a railroad was bound to be 
a losing venture; that the development of agricultural industries 
would be a failure because of the difficulty in connection with 
the movement of agricultural products to the market and that 
the construction of railroads would not have been a success 
because of the absence of tonnage for transportation. 

This accountant method sees only the hard and fast rule 
of mathematics and never the full picture of humanity work- 
ing together and each element supplementing the other. The 


accountant method sees only what is and was, but entirely 
ignores what may be. . 


And then the commission proceeds to fix the rates 
on brick and other clay products according to mileage! 
We do not quite get the connection between the condemna- 
tion of “the accountant method” that would have deterred 
the hardy buffalo hunter from his pioneering on the plains 
and led him to grab his scalp and run at the approach of 
a wild Indian, and the mileage scheme of making rates. 
The mileage plan in this particular case may or may not 
be correct, but why the picturesque language condemning 
the principle on which it is based? 



















































































































































It might be pointed out also that this decision or any 
decision by the Kansas commission in the state case might 
well have been delayed until the Interstate Commerce Com- 
mission could make its report in the general investigation 
of this subject now before it. To be sure, the decision of 
the Kansas commission says the Kansas adjustment shofld 
be made “subject to any adjustment which may seem prop- 
er to bring about a proper relationship of intrastate rates 
to interstate rates through the decision of the Interstate 
Commerce Commission in the cases now pending,” but 
what can that mean? Only that when the Interstate Com- 
merce Commission decides the cases before it, the Kansas 
commission must go into the matter again. 


JUNE OPERATING RESULTS 


Class I railroads, representing a mileage of 235,968 miles, 
had operating revenues totaling $465,655,450 in June, according 
to reports for the month compiled by the Bureau of Railway 
Economics from returns filed by the carriers with the Interstate 
Commerce Commission. This was a decrease of $75,722,360 or 
14 per cent under the same month last year. Operating ex- 
penses totaled $364,173,700 or 12.6 per cent under those for 
June, 1923. Continuing, the Bureau said. 


The net operating income for June amounted to $65,528,960 com- 
pared with $88,287,500 in June last year or a decrease of $22,758,560. 
In May, 1924, the net operating income was $60,653,877. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

Class I railroads for the first six months this year had a net 
operating income of $390,983,855 which was at the annual rate of 
return of 4.13 per cent on their property investment, compared with 
$446,449,700 or 4.94 per cent for the same period last year. 

Earnings by districts for the first six months with the percentage 
[on on property investment on an annual basis in each district 
ollows: 





RO I UROION,  cacicccccsveeereeneesonees $ 15,407,065 3.82 % 
I IE oo. wines: 0 daieeaceesseiswe wees 80,923,075 5.08 % 
RPOUEPOE BOMMUOTE FLOBION co ccccccccsccccccconseses 82,465,718 4.25 % 
65a dda 06-6: one eioih ware areas arden 21,996,304 5.35 % 
Total Eastern Dfstrict 200,792,162 4.62 % 
Total Southern District -- 68,215,083 5.25 % 
POOUGONEOET SRIOMION «oo cvccccccccwscesvesccecees 27,848,310 2.26 % 
COOMEPEE WORCEEE TOBION 2.00 cccccccccccccssoces 63,552,785 3.60 % 
SPPUUCIEWPUEOETD TROMION ccc civccccessccsrcverese 30,575,515 3.69 % 
TEENS WOUMUOPH DISEFICE oo... cccccccccccewess 121,976,610 3.19 % 
PE NY © SiSecrebind wc alugdscvcwsiewnewbewa 390,983,855 4.13 % 


Class I railroads operating at a loss in June totaled 38, of which 
14 were in the Eastern, 4 in the Southern and 20 in the Western 
District. In May, 40 roads had operating deficits. 

An interesting feature in connection with the earnings for the 
first six months this year is the fact that while operating revenues 
for that period showed a decrease of 7.3 per cent compared with the 
corresponding period last year due to the decline in traffic, operating 
expenses also showed a reduction of 7 per cent. 

Expenditures for maintenance for the first half of 1924 totaled 
$1,024,802,250, a reduction of $81,412,440 or 7.4 per cent under the same 
period last year. For the month of June alone, expenditures by Class 
I carriers for maintenance of equipment showed a _ reduction of 
$25,284,300 or 20.3 per cent compared with the same month last year 
while there also was a reduction of $5,753,260 in the amount expended 
for maintenance of way or 7.5 per cent. 

Carriers in the Eastern District had a net operating income in 
June of $33,927,300 compared with $52,906,600 in June last year. 
Freight traffic in the Eastern District in June, according to incom- 
plete reports, was 23 per cent under the corresponding period the 
year before. Operating revenues of the Eastern carriers totaled 
$232,913,800, a decrease. of 18.1 per cent under June last year. Opera- 
ting expenses totaled $180,548,400, a decrease of 15.1 per cent under the 
same month last year. Class I carriers in the Eastern District earned 
the first six months this year $200,792,162 of net operating income 
compared with $243,264,500 in the corresponding period last year. 

Class I carriers in the Southern District in June had a net operat- 
ing income of $8,087,000 compared with $8,851,000 in June last year. 
Freight traffic on the Southern roads in June decreased 17 per cent 
under the same month last year. Operating revenues of the Southern 
carriers in June totaled $59,141,380, a decrease of 9.8 per cent under 
the same month last year, while operating expenses totaled $47,423,970, 
a decrease of 9.6 per cent compared with June one year ago. The net 
operating income for the Class I roads in the Southern District for 
the first six months this year was $68,215,083 compared with $69,- 
916,290 during the same period last year. 

Carriers in the Western District had a net operating income in 
June of $23,514,570 compared with $26,529,870 for the same month last 
year. Freight traffic in the Western District showed a decrease of 
approximately 10 per cent under June, 1923. Operating revenues of the 
Western carriers totaled $173,600,230, a decrease of 9.3 per cent under 
June 1923, while operating expenses totaled $136,201,300 or a decrease 
of 10.2 per cent. Class I carriers in the Western District the first six 
months this year had a net operating income of $121,976,610 com- 
Pared with $133,268,900 in the same period one year ago. 


I. C.C. WAGE STATISTICS 


“In the month of May Class I railroads reported a total of 
1,792,504 employes, an increase of 5,287 over the number re 
ported for the previous month,” says the Bureau of Statistics of 
the Commission in its summary of wage statistics of Class I- 
roads for May, which continues as follows: 
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The total compensation increased $3,119,900, or 1.3 per cent. 
As indicated in the following table, the increases in employment 
were confined largely to the maintenance of way group, while 
considerable decreases occurred in the maintenance of equipment 
and transportation groups. The employment in the train and 
engine service group was smaller than in any month since Sep- 
tember, 1922. 

Compared with the returns for the same month of the year 
1923, the employment in May, 1924, decreased 5.5 per cent and 
the total compensation shows a decrease of 7.6 per cent. 

The monthly earnings, by groups, were as follows: 

Monthly Earnings of 
Employes Reported 
On Daily On Hourly 
Basis. Basis. 
May, May, May, May, 


Group. 1924. 1923. 1924. 1923. 
Executives, officials, and staff assistants...$434 $426 .... .... 
Professional, clerical and general......... 183 179 $125 $123 
Maintenance of way and structures........ 240 239 89 92 
Maintenance of equipment and stores..... 243 242 124 130 
Transportation (other than train, engine 

errr re er rrr ee 98 97 125 123 
Transportation (yardmasters, switch tend- 

SS ye ee Se ee ee 257 254 153 150 
Transportation (train and engine service).. . 189 193 


A Comparison of the number of employes ‘and. their compen- 
sation, by months, follows: 
Class I Steam Roads. 


Number Total Com- 

Month. of Employes. pensation. 
a ee ee ee 1,896,219 $259,679,263 
NES HEME kde oso. wetierne 6 6-8 hc gees 1,933,929 259,127,789 
Oe. Eee cee er 1,954,687 261,805,549 
pe Se rer nr re 1,973,505 270,187,583 
PRN TUES hs ih avs ccdvecewrienes 1,945,917 255,217,197 
NIN ME ond) ods faucdy cotios'e eisua- mee i@ rag oon ets 1,936,494 271,005,542 
oT SSS... arr rere 1,899,545 249,686,024 
ee SS ee rr: 1,793,779 234,662,008 
Bene a ee ee 1,749,927 239,550,251 
IS SE, adi om ciean ene water maime eee 1,753,289 230,915,026 
IE HII vo. gi ci estan ta 1o.o a niece: esa Sie scart 1,760,268 241,406,659 
MN EINE, S510 ic WG soa oihcatg wae aoc donee wie 1,787,217 236,909,229 
EE NN ae auaii apa ysl ers dolar aie kueieve mum alag-eee 1,792,504 240,029,129 


Increases or Decreases in the Number of Employes, by Groups, 
May, 1924, Compared with Previous Month and with 


May, 1923. 
May, 1924, Compared with 
Group. April, 1924. May, 1923. 
Executives, officials and staff assistants.... (d) 23 (da) 4 
Professional, clerical and general......... (d) 726 (da) 1,877 
Maintenance of way and structures........ 23,477 (d) 1,068 
Maintenance of equipment and stores...... (d)12,161 (da) 63,117 
Transportation (other than train, engine 
OO ee ee eee ee ae eres ree 23 (dad) 7,618 
Transportation (yardmasters, switch tend- 
mere nrs e erat (d) 570 (da) 1,698 
Transportation (train and engine service)... (d) 4,733 (d) 28,333 
Wet increase OF GOCTOAKC......ccceccvcss 5,287  (d)103,715 


HOOPER AND ESTERLINE CONFER 


After a conference between Chairman Hooper of the Rail- 
road Labor Board and Blackburn Esterline of Attorney-Gen- 
eral Stone’s staff, August 1, with respect to the Labor Board 
obtaining a court order requiring the general chairmen of the 
engineers and firemen’s organization to appear before the board, 
Esterline and Hooper refused to discuss what transpired in 
the conference or to say whether any decision had been 
reached. Hooper did not see Attorney-General Stone. He 
left Washington for his home in Tennessee. 


MAINTENANCE OF WAY EXPENDITURES 


The Commission has initiated an investigation in No. 16067, 
maintenance of way expenditures, as to such expenditures and 
practices with respect thereto of the Pittsburgh & Lake Erie 
Railroad Company. The order in part follows: 


It having been reported to the Interstate Commerce Commission 
that the respondent Pittsburgh & Lake Erie Railroad Company has, 
during and since the year 1918, followed a practice of securing and 
employing its track and other maintenance of way labor by or through 
contractors who are paid percentages of the total payrolls of such em- 
ployees, and that the practice has not been and is not consistent with 
efficient or economical management and has resulted and results in 
unreasonable, excessive, and unnecessary expenditures for mainte- 
nance of said respondent’s way, track, roadbed, and structures: 

It is ordered, That the Commission, upon its own motion and 
without formal pleading, enter upon a proceeding of inquiry and 
investigation into and concerning the practice of said respondent, 
during and since the year 1918, in the matter of securing and employ- 
ing laborers engaged in the maintenance of respondent’s way, track, 
roadbed, and structures, and into and concerning the total amount 
or amounts of respondent’s expenditures for such maintenance during 
said period and with relation to the reasonable cost thereof. 


Hearings in the investigation will be fixed later. 


RAILROAD ADVERTISING 


There has. been a welter of railroad propaganda; of public 
bickering and political lobbying. And all of the time the hall 
of justice is. the fireside and front porch of the average citizen; 
and the press is the messenger which always reaches the judge. 

The world was 50,000 years preparing the way for the rail- 
road. It has had the railroad less than a century. Surely the 
progress of this century is one of the greatest stories man can 
hear. 

Let the railroads save themselves. Let them educate 
through advertising —Amos Stote, in Printers’ Ink. 
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Current Topics 


in Washington 


Port Differential Case.—Institution by the Shipping Board 
of a general investigation into the ocean rates and differentials 
from Gulf, south Atlantic, and north Atlantic ports to United 
Kingdom and European ports will result in use of power given 
it by the shipping act of 1916 that has been infrequently in- 
voked. The general public has regarded the Shipping Board as 
the operator of the government’s war-time merchant fleet. As 
an ocean rate regulator it has not been active. One explanation 
for this is that it has had its hands full in dealing with matters 
growing out of war-time operations and the creation of a large 
merchant fleet as the result of the ships built to aid in the 
winning of the war. The paper separation of the Shipping 
Board from the Fleet Corporation, it was explained, was to give 
the board time in which to exercise its regulatory powers as 
intended by Congress when it passed the shipping act. The 
complaint filed by the Port Utilities Commission of Charleston, 
S. C., and the Municipal Docks and Terminals of the Port of 
Jacksonville, Fla., attacking the differential maintained by con- 
ference ships from south Atlantic ports over north Atlantic 
ports, which proved to be the inception of the general investi- 
gation now determined on by the board, was the twenty-third 
formal complaint filed with the division of regulation of the 
board, presided over by H. E. Manghum, commerce counsel of 
the Shipping Board. The investigation will bring the board 
prominently to the frent as a regulator of ocean rates. Since 
the south Atlantic ports’ complaint was filed in May, Mr. Mang- 
hum has received more inquiries with respect thereto. A num- 
ber of interventions have been filed. Mr. Manghum concluded 
the issues raised could not be dealt with effectively short of a 
proceeding of inquiry and investigation bringing before the 
board all the steamship lines operating between Atlantic and 
Gulf ports and United Kingdom and European ports. His rec- 
ommendation that the investigation be ordered was approved 
by the board. 








The President Unmasked.—A Baltimore newspaper man has 
unmasked President Coolidge and the newspaper correspondents 
who attend his semi-weekly conferences—and they are pity- 
arousing figures, to hear him tell it. From the profundity of 
his year’s experience as a Washington correspondent he tells 
the world that those conferences are a delusion and a snare. 
Also that Calvin Coolidge is protected by the newspaper cor- 
respondents and made to appear almost heroic battling for the 
right—and a reduction in the taxes; they are not telling the 
public what it is entitled to know; they are misleading the 
people; they are not telling that they go to the White House 
and come away empty handed. That they are coming just as 
described is accurate. Coolidge does not make a pretense of 
discussing questions of state. If he has facts he tells them in 
wt matter of fact way—a shy-appearing, diffident way—without 
life or color. It would be fine business were he to tell what he 
thought of McDonald, Herriott, Benes, Ebert, Marx, and the 
rest of the managing public men, to a collection of representa- 
tives of American, British, German, French, and Japanese news- 
papers, such as gather in his office. As it is, however, his talks 
are about as full of color as a speech from the throne, when 
the premier is not ready to have the king say anything. Many 
correspondents, for a long time, have regarded these conferences 
as almost total losses with no insurance. Roosevelt inaugurated 
them. Wilson tried to keep them up. Harding tried to make 
them discussions that would result in something. Coolidge has 
made them conferences for the dispensation of items of news 
that should have been made public by near-cabinet officers or, 
at the outside, by cabinet officers. Why Roosevelt started them 
can only be surmised. He had a lot of incense swingers about 
him. Prior to his coming, cabinet officers were the sources of 
news. Each correspondent picked out a cabinet officer and tried 
to gain his confidence. In that way the correspondent tried 
to keep in touch with the larger policies of the administration. 
McKinley, not infrequently, talked with men he had known while 
a member of the House and as governor of Ohio. Most of 
his news, however, was revealed by members of his cabinet. 
When Roosevelt became President he was not the figure he 
became later. The big men McKinley had gathered about him 
—John Hay, Philander C. Knox, Elihu Root, John D. Long and 
James Wilson—rather overshadowed him. They had been, ex- 
cept Knox, rather large figures. Knox was a large figure in 
law, superior, in the matter of fees, to Benjamin Harrison, the 
former President, when the Indiana man, after leaving office, 
was prominent at the bar. By his getting the correspondents to 
come to the White House and himself telling the news, Roose- 
Vvelt’s cabinet officers became relatively smaller. Prior to that 
time only the routine men of the press associations continu- 
ously made a specialty of White House news. Roosevelt told 
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many a fine tale, frequently adding, in that high, thin voice 
of his, “I’ll deny it if you tell it.” Coolidge has not pretended 
to discuss matters, undertaking to confine himself to facts. 
Frequently, when asked about a matter that should have been 
disposed of by an assistant secretary, he has frankly said he 
did not recall that matter as having gone over his desk, ad- 
mitting, however, that it might have been among the things 
his secretaries told him were matters of “sign on the dotted 
line” import. But the Roosevelt innovation added a Hurden to 
the presidential office, one going into such minute details as 
to which of the sections 36, in California oil reserves, was meant 
by Coolidge’s answer to another question. As to the correspond- 
ents protecting the President by making it appear that he really 
said something, the answer is that it is human nature to expect 
world-rocking expressions from a President or a king every 
day and there are boot-licking Boswells always trying to make 
it appear that those in high places always hit a staccato note 
and speak on commonplace topics as Lincoln spoke at Gettys- 
burg. 





Penalties for Truth Telling.—Telling the truth about a Presi- 
dent—any President—is not pleasant work. No two human be- 
ings can tell the same fact in the same way, but even telling 
what one thought the truth—that is, an accurate statement of 
the fact—was dangerous in the time of Roosevelt. One man 
stationed at the White House told about Nathan Bay Scott, then 
a choleric U. S. senator, quitting the White House in a huff 
because Roosevelt had kept him waiting, that being in the days 
when senators of the United States amounted to something. 
A messenger was sent hot-footed to bring Scott back. Scott 
sent back word that he was too busy to sit around waiting even 
for the President of the United States. It was a fine story, but 
the young man who told it was taken away from that assign- 
ment. A woman society reporter once wrote a story the Roose- 
velts did not like. Loeb, Roosevelt’s secretary, practically 
ordered the editor of that newspaper to come to the White 
House for a reprimand. Go, did he? Not any. He suggested 
that it was no farther from the White House to his office than 
from his office to the White House and he was busy. The soci- 
ety reporter, now a white-haired lady, is still writing seciety 
in Washington. The glamour of the Presidency did not hurt 
that editor’s eyes a bit. Telling a public official where to 
“head in” was part of his day’s work, even as it was that of 
Admiral Robley D. Evans. When Evans was in a German port, 
the kaiser showed unusual fondness for him. They had played 
around together until after midnight. Evans turned in and was 
just in a doze when the watch officer reported that the kaiser, 
evidently determined to make a night of it, was approaching. 
Evans told the orderly to tell the watch officer to tell the kaiser 
that he’d gone to bed and had given orders not to be disturbed. 
And he was not, even by the war lord, for which the crew was 
thankful, because Wilhelm could not come aboard incognito. 
When he came the side boys had to be piped down, the bugles 
give the proper fanfare and the ear-splitting saluting piece fired 
the proper number of times. 





Some Credit for Coolidge—There’s an inclination in Wash- 
ington to give the President credit for the comparatively favor- 
able situation in Europe, even if the Baltimore newspaper man 
did discover and made public the fact that, mentally, he was 
not much. It is considered inconceivable that Secretary Hughes 
would have made the speeches indicating that the Dawes plan 
was the basis on which the United States deemed a settlement 
possible without full consideration by the President and the 
cabinet. Inasmuch as the President must have known some- 
thing about the consultations prior to Mr. Hughes’ speechmak- 
ing, and, inasmuch as he never, except in the broadest of gen- 
eral terms, indicated a favorable view of the Dawes plan, it is 
conceivable that he did not tell all he knew in the conferences, 
the curtain in front of which has been drawn back by the Balti- 
morean. If the President had put on tights, stood on a taboret 
and shaken a rattle, the significance of the broad term indorse- 
ment of the Dawes plan might have been sensed at the time 
it was made. But Europe also would have known all about 
the matter weeks before Secretary Hughes traveled to England 
as president of the American Bar Association. His speech in 
Canada would not have been worth a first page story. If the 
McKinley way of dealing with newspaper correspondents had 
been in vogue, the story, probably, would have been out long 
before Hughes began speaking, but not confirmed until that 
time. McKinley always tried his policies on the American peo- 
ple in that way. If the reaction was not good, there never was 
any confirmation of the reports. That may have been hard on 
the men who wrote the stories, but they generally knew the 
risk they were taking—that of saying the policy was to be so 
and so when time proved that it was to be something else. 
It was the clamoring of the men who did not have a cabinet 
officer on the staff that helped keep the Presidential semi-weekly 
conference alive, if it did not create it. 
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One Ground for Illinois —As seen by those who know some- 
























































































































































thing about the northwestern dock cases but are not acquainted 
with the details of that matter, the Illinois commission has only 
one ground on which to place the Attorney-General if and when 
he accepts its advice to fight. That ground is the insufficiency 
of the record made by the Commission—that is to say, does 
the record show testimony tending to prove that unduly low 
rates from the Illinois fields created the situation against the 
interest of the dock operators. The Supreme Court, in a num- 
ber of cases, particularly the Orient divisions case, rapped the 
knuckles of the Commission for making orders without the 
proper underpinning. It is true that Mr. Ropiequet, in his peti- 
tion for a reopening of the case, asserted that the Commission 
was wrong on both the law and the facts, but that is the opinion 
of only one man, albeit the opinion of a man the commissioners, 
on more than one occasion, have shown delight in hearing, espe- 
cially when his mood was to quote history, poetry and the 
play writers to illustrate his points of law. The layman, nat- 
urally, would be inclined to say the northwest should get its 
coal from the Illinois mines, because, as the crow flies, they 
are nearer than the mines in the Appalachian measures. But 
the Appalachian coal was there first. It goes there practically 
as ballast for the ore-carrying ships. Broadly speaking, it has 
been deemed good management of the transportation facilities 
to have coal go up and ore come down, else how could the ore- 
carrying roads to the lake ports have a nearly balanced traffic? 
But the other view is that, if the Illinois mines and the lines 
serving them can put the coal into the northwest at a lower 
cost than the eastern mines and railroads, it is an advantage of 
which they cannot be jawfully deprived, even to give the east- 
ern ore-carrying roads a balanced traffic. It is going to be a 
knotty question, if the facts are such as to require the Com- 
mission to give ear to further testimony in the matter. 


Labor for La Follette, Maybe.—W. G. Lee’s declaration that 
the Brotherhood of ‘Railroad Trainmen, as a body, did not in- 
dorse La Follette, that President Coolidge’s record on labor was 
satisfactory and that John W. Davis, the Democratic candidate, 
like La Follette, had a 100 per cent record on labor matters, was 
not unexpected. Nor was his jeering at the idea of labor’s vote 
being carried around and sold like merchandise surprising. 
The trainmen come into contact with the public. They know 
that Daniel Willard, for instance, may be a Democrat, while 
Howard Elliott may be a Republican. From that they can argue 
that one man is as good as another in office so far as the sin- 
cerity of his views is concerned and that, after all, voting. divi- 
sion among men of sense, is caused by disagreement as to 
which is the better way of doing the work that must be done 
for the public, and not by a determination that this man’s heart 
beats more warmly for one kind of citizen than another. One 
thing that has kept labor votes from becoming merchandise, it 
is believed, is the fact that, at times, labor leaders, in dealing 
with their own men and in the enforcement of union rules, have 
been more autocratic than any political boss ever dared try to 
be. That is to say, men have been held in the unions, at times, 
and to the observance of rules that did not commend themselves 
to their common sense, by the threat of ostracism and loss of 
work. Men held in line that way, it is suggested, cannot be 
made to vote as the autocrats say. The secret ballot enables 
such to vote as they please, after debating with other fellows 
about the better way of doing the public work. The trainmen, 
as a rule, too, are inclined to follow veterans in their own line 
of work, and veterans seldom believe more than half they hear 
about the sympathy a candidate for office has for “labor.” Be- 
sides, they do not feel so terribly downtrodden, having money 
in the banks and, frequently, in their home towns, being mem- 
bers of the town councils or school boards. La Follette prob- 
ably will get the votes of those who are always sorry for them- 
selves. A. E. H. 


FOURTH SECTION RELIEF REPORT 


Editor The Traffic World: 

Being a subscriber and reader of your Traffic World for 
some fifteen years, I want to take the liberty of directing your 
attention to an article appearing in the issue of July 26, on 
page 175, under the caption, “Fourth Section Relief Denied,” 
in which article, in explaining the basis for the examiner’s find- 
ings, you are misrepresenting the facts, as will be found by 
an examination of the examiner’s report. That misstate- 
ment of fact to which I refer is wherein you state as follows: 
“The Pattison report gives distinct recognition to a justification 
of rates on every point except the damage they would do to the 
competing water lines.” 

In this connection I respectfully direct your attention to the 
language of the examiner’s report reading as follows: “If there 
were nothing further to consider, it could be said that the ap- 
plicants had met all the requirements of the law and were 
entitled to fourth section relief. But there are other phases 
to this question which must be given careful consideration. Be- 
fore fourth section relief may be granted this Commission must 
be satisfied that there would not thereby be created an infraction 
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over other provisions of the act, particularly those of section 
3 prohibiting undue or unreasonable preference or advantage 
or prejudice or disadvantage to persons or localities.” 

If you will refer to the findings contained in the examiner’s 
report you will find that the particular fourth section application 
would have created an infraction of section 3 of the act to 
regulate commerce as between the shipper east of the Chicago- 
Indiana line and between the manufacturers and jobbers of the 
intermountain territory and the Pacific coast manufacturers and 
jobbers, and these infractions of the provisions of the Interstate 
Commerce Commission act, together with the infractions of sec- 
tion 500, were the basis of why fourth section relief was denied 
and not, as you state, because of the damage resulting to com- 
peting water lines. 

I sincerely trust that space in an early edition of your paper 
will permit a correction of this apparent unintentional error. 

Cc. O. Bergan, Traffic Manager, 
Spokane Merchants’ Assn. 
Spokane, Wash., July 29, 1924. 


It is true that Pattison mentions the fact that the Commis- 
sion, before it can grant fourth section relief, must be satisfied 
that there will be no infractions of other provisions of the law, 
particularly those of the third section aimed to prevent undue 
prejudices and preferences. It is true, as he says, that to accord 
the Pacific Coast dealers access to the central west on terms bet- 
ter than those available to the dealers in the intermountain 
country “must necessarily be prejudicial in effect.” 

The very object of a fourth section application is to permit 
the applicants to do something forbidden, if and when, in the 
language of the fourth section, they can show a special case, as 
they do in this case, on every usual transportation point con- 
sidered in connection with applications to disregard the long 
and short haul part of the fourth section. 

Nowhere, however, does the examiner say the situation 
would be one of prejudice that was undue. Only when the 
prejudice is undue does the third section come into play. Some- 
times that is expressed by the words “in like circumstances and 
under like conditions.” 

All Mr. Pattison’s talk about violations of the aggregate of 
the intermediates part of the law, by his own langauge, is shown 
to be beside the point. He says they are not covered by the 
applications he was discussing because they would be on lines of 
earriers “which have not concurred in the application.” They 
would not become violations of the aggregate of intermediates 
part of the fourth section unless and until the Commission gave 
fourth section relief on the application that created the case in 
hand. Even if they were violations of the aggregate of inter- 
mediates, they would not constitute violations of the third sec- 
tion. Such rates, the Commission, in its conference ruling on 
the subject, says are prima facie unreasonable, an infraction of 
the law, removable, not by an order addressed to the applicant 
lines alone, but by an order addressed to the applicant lines and 
the non-concurring eastern lines. 

Were the third section to be construed as might be inferred 
from the examiner’s words, “must necessarily be prejudicial in 
effect,” there never could be fourth section relief and no rail- 
road ever would be allowed to meet the competition of carriers 
by water, except at the cost of giving the intermediate territory 
the benefit of the competition at the more distant point. A rate 
adjustment, prejudicial because of the situation described by Ex- 
aminer Pattison, could only be changed either by raising the 
rates at the more distant point or lowering them at the inter- 
mediate—in other words, by giving up the relief granted on ac- 
count of a “special case’ under the fourth section. 

Under a construction of the fourth section inferred by Mr. 
Bergan from Mr, Pattison’s language, the third section could al- 
ways be invoked to prevent any relief under the fourth section. 
Advocates of a rigid fourth section have regarded nearly every 
situation in which relief has been granted as having caused un- 
due prejudice. 

If Mr. Pattison’s discussion of the disadvantages under which 
the intermountain country labors in competing with the Pacific 
Coast is intended to mean that he recommends a finding that 
fourth section relief in this case would cause an undue prejudice 
within the meaning of the third section, and not merely as a dis- 
cussion of the commercial phases of the subject, then the report 
may be said to recommend denial on the ground of disregard of 
the third section of the interstate commerce law and section 500 
of the transportation act. 

Undue prejudice under the third section can be found when 
it is within the power of a particular railroad or railroads to 
remove. The lines applying for fourth section relief, if the 
Commission gave the relief, could not remove the prejudice sup- 
posed to exist against shippers east of the Illinois-Indiana line, 
except by giving up the fourth section relief. That would be so 
because they did not make the rates east of the Illinois-Indiana 
line, by themselves, or, as sometimes expressed, “ex proprio 
vigore,” from their own vigor. They were made by the joint 
action of the lines east and west of Chicago. 

The Pattison report, strictly speaking, makes no definite 
recommendation other than that the application should be denied. 

The Traffic World summary would have been less subject to 
question if it had said that the report gave distinct recognition 
to a justification of the rates on every “usual transportation” 
point, rather than the way it was put, with the words in quota- 
tion marks omitted. However, the whole Pattison discussion 
on infraction of other provisions of the law was given and the 
reader could make his own summary.—Editor The Traffic World. 





ACQUISITION APPLICATION 


The Atchison, Topeka & Santa Fe has applied for authority 
to acquire control of the Oklahoma Central Railroad Company 
by lease. The line extends from Chickasha to Lehigh, Okla., em- 
bracing approximately 135 miles of lines, and having a point 
of interchange with the Santa Fe at Byars Junctions, Okla. The 
Santa Fe said it had been in possession of and operated the line 
since August 1, 1914, pursuant to the terms of a lease duly 
authorized by the laws of Oklahoma. 
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RATES IN SOUTHWEST 


On complaint assailing the combination rates applying by 
way of Pecos, Tex., on class traffic between El Paso, Tex., and 
various points in New Mexico, and on certain commodities from 
such New Mexico points to El Paso, the Commission, in a 
mimeographed report on No. 14870, El Paso Chamber of Com- 
merce vs. Santa Fe et al., has held that the record justifies 
neither the establishment of joint rates nor a finding that the 
combination rates are unreasonable, unjustly discriminatory or 
unduly prejudicial. The complaint was dismissed. 

The complaint, filed by the El Paso Chamber of Commerce 
in the interest particularly of El Paso shippers and jobbers, 
the report said, as amended, alleged that defendants’ rates on 
freight generally, other than cement, packing-house products, 
live stock and lumber, between El Paso and points in New 
Mexico on the Santa Fe, by way of Pecos, Tex., were unrea- 
sonable, unjustly discriminatory and unduly prejudicial. Inter- 
vening petitions were filed by the State Corporation Commis- 
sion of New Mexico, the Amarillo Board of City Development 
of Amarillo, Tex., and the Fort Worth Freight Buréau of Fort 
Worth, Tex. The last named interveners opposed any order 
that might adversely affect their interests, while the intervener 
first named opposed the relief sought by complainant. 

Upon hearing, the Commission said, it developed that the 
traffic in question was not shipped in carload lots from El Paso 
to the New Mexico points, while from those points to El Paso 
the carload movement was restricted to a few fruits and agri- 
cultural products, some of which were accorded commodity 
rates, and that it thus appeared that complainant’s real interest 
in the rates between those points was narrowed, with respect to 
traffic from El Paso, to the class rates in so far as applicable 
to less-than-carload traffic, particularly the rates on the first 
four classes, and with respect to El Paso, to the several com- 
modity rates indicated and likewise the class rates in so far as 
governing the charges on certain other carload traffic. 

The New Mexico points referred to are stations on the Pecos 
Valley branch of the Santa Fe, which leaves the main line of 
that carrier at Clovis, N. M., 104 miles west of Amarillo, and 
extends thence south through the southeastern section of New 
Mexico to Pecos. Traffic between these points and El Paso 
may move over the route by way of Pecos, in which case the 
haul between that point and El Paso is over the Texas & Pa- 
cific, or it may move wholly over the Santa Fe’s system lines 
through Belen, N. M., hereinafter designated the Santa Fe route. 

In discussing the issues raised and in its conclusions, the 
Commission said: 


Undoubtedly, the combination rates are on a high level, but the 
record affords no basis for a finding as to what the level should be, 
if, in fact, it demanded the establishment of joint rates. On the other 
hand, the volume of traffic and density _of population on the branch 
line of the Santa Fe between Clovis and Pecos is extremely light. The 
operation of this line is said to be unprofitable, and it does not appear 
that the Shreveport-Texas differential scale would afford a fair 
measure of reasonable rates. Dealing with a somewhat similar 
situation respecting the movement of hay from these New Mexico 
points to destinations on the Texas & Pacific, in Corporation Com- 
mission of New Mexico vs. Ry. Co., 34 I. C. C. 292, we found that the 
establishment of joint rates was not warranted. The Pecos Valley 
shippers, who pay the freight charges, are not here complaining and 
the record suggests that in the main their position on the issues 
here involved is reflected by the attitude of the State Corporation 
Commission of New Mexico. At least the first-class rates now avail- 
able to complainant over the route of the Santa Fe, are on a lower 
basis than would result from the application of the Shreveport-Texas 
joint line differential scale at the mileage over the shorter route and 
the establishment of joint rates over the Pecos route is not shown to 
be necessary in the public interest. 

_. The commodity rates assailed are also combination rates, con- 
siderably higher than corresponding joint rates applying over the 
Santa Fe route. Except on hay, such joint rates are also higher than 
would result under the Shreveport-Texas joint-line differential scale. 
Complainant asks for joint commodity rates not to exceed those now 
applying over the Santa_Fe route, observing the rates from the same- 
points to Wichita and Oklahoma City as a maximum. However, no 
testimony was offered as to what movement there is of these com- 
modities from Pecos Valley points to El Paso. According to defend- 
ants, complainant’s showing is largely a “paper situation,’ inasmuch 
as some of the commodities referred to are not produced at these 
——_ tole points, and some would not move to El Paso under any 
asis of rates. 


Respecting the undue prejudice alleged, complainant shows that 
the percentage relation between the class rates assailed is less favor- 
able than the percentage relation between the class rates from Kansas 
City to Pecos Valley points, though the allegation as to section 3 is 
in the main predicated upon the lower general basis of rates to these 
New Mexico points from Kansas City, Amarillo, Fort Worth, and 
Oklahoma City. The rates instanced from Fort Worth, by way of the 
Pecos gateway, have been lately cancelled, and the record is insuf- 
ficient to warrant a finding of undue prejudice, although defendants 
state that some of the alleged preferential rates are too low, that 
measures have been taken to properly realign them with other rates 
in this territory, and that when readjusted, any undue prejudice that 
may exist will be removed. 

Upon this record we are not justified in requiring the establish- 
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ment of joint rates by way of the Pecos gateway or in condemning 
the level of the combination rates. We accordingly find that the 
rates assailed are not shown to be unreasonable, unjustly discrimina- 
tory, or unduly prejudicial. The complaint will be dismissed. 


REPARATION ON OIL SHIPMENT 


An award of reparation has been made by the Commission 
in a mimeographed report on No. 15402, Empire Refineries, Inc., 
vs. Director-General, as agent, St. Louis-San Francisco et al., 
on a finding that the charges assessed on one car of lubricating 
oil, shipped January 18, 1920, from Okmulgee, Okla., to Cleve- 
land, O., were inapplicable to the extent that they exceeded 
those which would have accrued at a rate of 45 cents per 100 
pounds, plus $2 for reconsigning at Okmulgee. The case was 
presented under the shortened procedure. A 62-cent rate was 
charged. |< |< 

The shipment was originally routed by complainant over 
the St. Louis-San Francisco to East St. Louis, Ill., and the C. 
Cc. C. & St. L., beyond. This routing was subsequently amended 
to show the Wheeling & Lake Erie as the delivering line, and 
for this service the shipment was subject to a reconsigning 
charge of $2, the report said. The Director-General’s agent at 
Okmulgee billed the car in error to Pittsburgh, Pa., from which 
point it was subsequently billed to Cleveland. The rate ap- 
plied was on the basis of the rate from Okmulgee to Cleveland 
plus the rate from Pittsburgh to Cleveland. Continuing, the 
Commission said: 


The Director-General’s defense is based upon the assumption 
that the proper rate was assessed on the shipment; and that we are 
without authority to award reparation for misrouting because the 
complaint was not filed within oue year subsequent to federal control. 

An overcharge claim relating to the shipment in question was 
filed informally on April 1, 1922. The informal file was closed on 
October 23, 1923. The formal complaint was filed on November 10, 
1923. Thus, the Director-General is correct in his contention that the 
claim for reparation upon the ground of misrouting is barred. But 
since the informal complaint was filed within two years and six 
months after e termination of federal control, the claim as for 
overcharge der section 6 is not barred. 


NORTH CAROLINA RATES 2 


e allegation of the complaint, in No. 14810, T c De- 
partment, Goldsboro, N. C., Chamber of Commerce Vs. Atlantic 
Coast Line et al., opinion No. 9624, 91 I. C. C., 315-28. (See 
Traffic World, August 1, p. 277) was that the rates on fertilizer and 
fertilizer materials, from Wilmington, N. C., to Goldsboro, Mount 
Olive, Fremont and other destinations in North Carolina, were 
unreasonable, unjustly discriminatory and unduly prejudicial; 
also that in some instances they were in violation of the long 
and short haul clause of the fourth section. The Commission 
considered, in connection with the case, fourth section applica- 
tions Nos. 703, 1074, 1573 and 1548. The prayer was for rates 
not in violation of the parts of the interstate commerce act al- 
leged to have been contravened. 

Rates against which the complaint was made were estab- 
lished by order of the Director-General, in December, 1918, when 
he directed the publication of specific interstate commodity rates 
from Wilmington to points where there were fertilizer factories 
to supply the vacancies created by the cancellation of commodity 
import rates by General Order No. 28. The new rates were the 
same as the contemporaneous intrastate scale rates, except that 
the minimum was 40,000 instead of 30,000 pounds. ‘Those rates, 
increased and deflated in accordance with general changes in 
rates, were the ones subjected to assault. Where the carriers 
considered the traffic interstate they assessed the specific com- 
modity rates to the points to which they were made applicable 
by name. On the other shipments which they deemed interstate 
commerce, they applied the interstate distance scales, which of 
course, carried the higher minimum. 

The first issue, the Commission said, was as to what was 
interstate and what state commerce. On that point it said that 
that was interstate commerce which was moved from shipside 
and that that was intrastate commerce which moved from the 
warehouses. The carriers had made ownership the test, deem- 
ing that to be interstate or foreign commerce which had come 
to the ports and had not changed ownership when forwarded 
into the interior. 

In this case the Commission pointed out that the fertilizer 
and materials were brought to Wilmington and stored because 
the owner did not know where they were to be sent, in that es- 
sential, differing from the shipments of lumber to Oakley, O., in 
the Settle Case, 260 U. S., 166. In that case the shipper, all the 
time, intended to re-bill to Maisonville, O., and admitted that 
intention in court. On that point the Commission said: 


In the instant case there was no original or continuing inten- 
tion to ship the goods to any particular inland destination; the 
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goods were to be sold wherever sale for them might be found, 
but if there was no immediate sale the goods were placed in 
warehouses and transportation ceased. Defendants had no tariffs 
on file with us authorizing storage in transit of this traffic at 
the port of Wilmington. While our decision might be different 
in a case where it appeared that goods intended only for trans- 
portation to interior points were stored at the port for the pur- 
pose of defeating application of the interstate rates no question 
of bad faith in storing the shipments is raised in the instant 
proceeding; the record indicates that the delivery and storage + 
Wilmington were bona fide, and solely due to the necessities o 
the case. Wilmington, as to warehoused shipments, was such a 
distributing point as is referred to in the last paragraph quoted 
from the Settle case. In our opinion the fact is established upon 
this record that the shipments here considered which were stored 
at the port fall within the class of shipments “where a local 
shipment follows quickly upon an interstate shipment and yet is 
not to be deemed part of it, even though some further shipment 
was contemplated when the original movement began.” 


In the matter of the reasonableness of the rates, the Com- 
mission said the situation presented by the evidence was very 
similar to that in the Royster Case, 50 I. C. C., 34, and the 
Charleston Case, 53 I. C. C., 506, in which it prescribed rates. It 
said there was nothing in this record warranting departure from 
the principles enunciated in those cases. It said it was clear 
the interstate rates were unduly prejudicial in that the rates 
from Wilmington to points in North Carolina exceeded the rates 
from Norfolk or from Charleston or the intrastate rates from 
Wilmington for comparable distances. It said the record showed 
there were no transportation conditions justifying higher rates 
on interstate shipments, distance considered, from Wilmington 
into North Carolina, than contemporaneous instrastate rates be- 
tween points in North Carolina, or from Norfolk or Charleston, 
to points in North Cafolina. It said there was no substantial 
evidence of unjust discrimination, and no proof of damage by 
reason of the undue prejudice found to exist. The finding in 
respect of the rates is as follows: 


_ We find the assailed interstate rates on fertilizer and ferti- 
lizer materials, in carloads, from Wilmington to points in North 
Carolina, unduly prejudicial to the extent that they exceeded, 
exceed, or may exceed the rates on basis of carload minimum 
weight of 30,000 pounds contemporaneously maintained and ap- 
plied, distance considered, from Norfolk, Va., to points in North 
Carolina, and from Charleston, S. C., to points in North Carolina; 
and that they have been since July 1, 1922, are, and for the future 
will be unreasonable to the extent that they exceeded, exceed, 
or may exceed the following rates per ton, in carloads, minimum 
weight 30,000 pounds, the column headed “single line” being for 
application to hauls over one line of railway, or over two or more 
lines under the same management or control, and the column 
headed “joint line” being for application to hauls over two or 
more lines of railway not under the same management or con- 
trol; and that prior to July 1, 1922, they were unreasonable to 
the extent that they exceeded 111 per cent of the following 
rates, fractions to be disposed of in accordance with the rule pre- 
scribed in Reduced Rates, 1922, 68 I. C. C. 676,736: 


Single Joint 

Distance line line 
ee re $1.58 $1.02 
I. WOR - “SE Ii a oii. 6 66 bse ecw eraser se eces 1.69 2.03 
Ce WOE AO PIG aia. io ovsdiin dciccediawwncaswecwwes 1.80 2.03 
eae NI 0G, PNR ois ols aig. d acessiare nereus'e & orev cee 1.80 2.14 
ee CIP Ot SURI NON y 56 vk os aidiicecera’d miele eid owns's walovese 1.92 2.14 
Oe OU GOR GE DATO I ie oii nec skcceied cctiaie ce cwsesecce 2.03 2.25 
eee OPE OW PUN iiss see ve vinccces os Barc edwwse 2.03 2.37 
We Me SO EE, Gian 6 8 onde Winie's oc Wad oleealeacrs 2.14 2.37 
TD NO TO MNO iso dk a veces ace cvsianogadacenedc 2.14 2.48 
er NO OY NN o's oe eset ciec blew oem 6) pele e sdlewe 2.25 2.59 
85 and over 80 IN 5.60915 ere ge Sal oniyo cere ates 2.37 2.59 


90 and over 
95 and over 
100 and over 
110 and over 
120 and over 
130 and over 
140 and over 
150 and over 
160 and over 
170 and over 
180 and over 
190 and over 
200 and over 
210 and over 
220 and over 
230 and over 
240 and over 
250 and over 
260 and over 
270 and over 
280 and over 
300 and over 
320 and over 
340 add over 
360 and over 340 miles 
380 and over 360 miles 
400 and over 380 miles 
420 and over 400 miles . 
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The Commission awarded reparation to companies that tes- 
tified as to having paid and borne the charges and told them to 
make Rule V statement. 

Fourth section relief was granted to the circuitious lines in 
fourth section order No. 8945, relief being limited to lines not 
more than 70 per cent longer than the short lines. 
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KITCHEN CABINET RATINGS 


In a mimeographed report on No. 13796, Public Service 
Commission of Indiana vs. Ann Arbor et al., the Commission 
has dismissed the complaint on a finding that ratings on kitchen 
cabinets in boxes or crates in less-carload lots in Official and 
Southern classifications are not unreasonable or unduly preju- 
dicial. The Commission said the proceeding was practically 
a retrial of Showers Bros Co. vs. Ann Arbor (48 I. C. C. 518) 
and that there appeared to be no’reason for any change in the 
views expressed in that case. 

The complaint was filed by the Public Service Commission 
of Indiana on behalf of six manufacturers of kitchen cabinets 
whose plants are located in Indiana. It was alleged that the 
ratings on kitchen cabinets, crated or boxed, less than carloads, 
in the Official and Southern classifications, were unjust and 
unreasonable and also unduly preferential and prejudicial. The 
Commission was asked to prescribe in those territories the 
ratings now in effect in Western Classification territory. The 
Hoosier Manufacturing Company, intervening, asked for the 
continuance of a difference in rating between kitchen cabinet 
bases without legs or with legs detached and kitchen cabinet 
bases with legs. 

The Commission said that, in Showers Bros. Co. vs. A. A. 
R. R. Co., 48 I. C. C. 518, the Official Classification ratings on 
kitchen cabinets shipped with tops and bases separated were 
considered and that it was found that in so far as they had 
been increased since January 1, 1910, they were justified and 
that otherwise they were not unreasonable, unjustly discrimi- 
natory or unduly prejudicial. The present proceeding, it said, 
was a retrial of the same issues, broadened to include the 
Southern Classification. The ratings assailed by complainant, 
one and one-half times first class on less-than-carload shipments 
of kitchen cabinet tops and kitchen cabinet bases with legs 
attached, wrapped in burlap or fiberboard or in crates or boxes, 
are carried in both Official and Southern classifications, the 
Commission said. Both classifications, it continued, carry an 
additional rating of first class on less-than-carload shipments 
of kitchen cabinet bases with legs detached or without legs. 
There is a note that bases having caster blocks or legs extend- 
ing not more than two inches below the body of the cabinet 
will be considered as without legs. In the Western Classifica- 
tion, the report continued, the rating on tops and bases is first 
class, without regard to legs. Complainant asked for a rating 
of first class in the other two classifications, and intervener 
asked that if that rating be established that a rating of second 
class be established on bases without legs or with legs detached. 

Complainant introduced evidence as to the nature and value 
of the various kinds of kitchen cabinets and comparisons with 
other articles of furniture rated the same or lower, particularly 
with buffets. dressers, chiffoniers and vanity dressers. In con- 
clusion, the Commission said: 


As stated, the present proceedings is practically a retrial of the 
Showers Bros. Company case, and aside from testimony as to im- 
provements in kitchen cabinets and methods of packing and as to in- 
creases in the output of kitchen cabinets in Indiana, the record 
contains nothing substantial that was not considered in the former 
case. There appears to be no reason for any change in the views 
expressed in that case. Admittedly there are inconsistencies in the 
less-than-carload ratings on_ furniture, but on the record in this 
case we would not be justified in a finding, based on such incon- 
sistencies, that the present ratings on kitchen cabinet parts are 
unreasonable. To do that would be to make the lowest ratings the 
basis for all of the other ratings on articles in the furniture group. 
The rating on kitchen cabinet parts in less-than-carloads bear a 
reasonable relationship to the ratings generally on furniture in less 
than carloads. 


We find that the ratings assailed are not unreasonable or unduly 
prejudicial. The complaint will be dismissed. 


LUMBER SHIPMENTS MISROUTED 


An order of reparation has been entered by the Commission 
in a mimeographed report on No. 14971, Victor Petertyl vs. New 
York, New Haven & Hartford et al., on a finding that one car- 
load of locust lumber, shipped February 4, 1921, from Wilson 
Point, Conn., to Traverse City, Mich., was not misrouted but that 
nineteen subsequent shipments to the same destination were 
misrouted. The case was presented under the shortened pro- 
cedure. Charges were collected on all the shipments at a rate 
of 58 cents. This was the applicable sixth-class rate until July 
1, 1921, when it was increased to 58.5 cents, and two shipments 
moving in July, 1921, were undercharged, the Commission said. 
The Commission said that, under the routing specified in the 
bill of lading, the shipments could have moved over a so-called 
differential route, a large part of which passed through Canada 
and over which a sixth-class rate of 56.5 cents applied until 
July 1, 1921, and 57.5 cents thereafter, 

Cmplainant contended that, under the law, it was the duty 
of defendant to send the shipments over the cheapest reasonable 
reute. The defendants denied that the differential routes through 
Canada were reasonable for the reason that they were 322 miles 
longer than the standard route and, under normal conditions, 
service over the latter would be materially quicker. The Com- 
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mission said while the differential lines might be assumed to 
be 322 miles longer than the short line route, that circuity was 
only 33 per cent greater than the standard line distance, as com- 
pared with a circuity of 72 per cent in a ruling made previously 
by the Commission wherein a cheaper route, 259 miles longer 
than the direct route of 358 miles, was held not to be a reasonable 
route. The defendants relied on that ruling in support of their 
contention, but the reference to the case was not given. 

The Commission said it was urged that, if complainant was 
found to be entitled to reparation, the order should be directed to 
the delivering carriers because it assumed responsibility after 
its attention had been directed to the matter, of advising com- 
plainant not to change the routing of the latter shipments. The 
Commission said it was clear that, as between complainant and 
defendants, the initial carrier was primarily responsible for the 
forwarding of the shipments over the standard route. It found 
that the New Haven misrouted the 19 shipments and that com- 
plainant was entitled to reparation from the New Haven in the 
sum of $177.11 with interest, reparation being awarded to the 
basis of the rates in effect over the so-called differential route. 


RATES ON FRUIT PACKAGES 


An award of reparation and prescription of rates for the 
future have been made by the Commission in a mimeographed 
report on No. 15520, Package Sales Corporation vs. Union Paci- 
fic et al., on a finding that rates on fruit, vegetable and grape 
packages, in carloads, from Burlington, Ia., St. Louis, Mo., Mar- 
shall and Rusk, Tex., to destinations on the Oregon Short Line 
in Idaho and eastern Oregon, were, are and for the future will 
be unjust and unreasonable to the extent that they exceeded, 
exceed or may exceed by more than 6.5 cents prior to July 1, 
1922, and 6 cents on and after that date, the rates contem- 
poraneously applicable on lumber from and to the same points. 
The case was presented under the shortened procedure. The 
order for the future is effective on or before October 21. Com- 
plainant asked reparation on approximately 300 cars shipped 
between June 10 and October 17, 1922, both inclusive. Charges 
on these shipments were collected at the applicable lumber rates 
plus an arbitrary of 7 cents. 

Prior to August 26, 1920, the report said, the rate on fruit, 
vegetable, and grape packages, wooden, nested, covers and han- 
dies, in bundles, straight or mixed carloads, minimum weight 
30,000 pounds, was 5 cents over the rate on lumber when the 
lumber rate exceeded 23.5 cents. This arbitrary applied on all 
shipments from all points of origin to all points of destination 
involved in the instant case, the report said. Effective August 
26, 1920, this arbitrary was increased 35 per cent and became 7 
cents in territory east of Colorado common points, and on 
traffic moving from points of origin involved to destinations 
west of Colorado common points, it was increased 331% per cent 
and became 6.5 cents, the Commission said. Effective April 15, 
1922, a flat arbitrary of 7 cents was provided without restric- 
tion as to the territory of its application. Effective July 1, 1922, 
the arbitrary was reduced to:6.5 cents. The Commission said 
defendants admitted that the increase of half a cent in the 
rates assailed, effective April 15, 1922, was unintentional and 
unauthorized by the Commission. The Commission said de- 
fendants had not justified the increase of April 15, 1922. 


FURNITURE RATES UNJUSTIFIED 


In a mimeographed report on I. and S. No. 2046, Furniture 
from Points in C. F. A. Territory, and I. and S. No. 2129, Furni- 
ture from Points in C. F. A. Territory (2), written Yy Commis- 
sioner McManamy, the Commission found the cancellation of 
commodity rates and rates provided by exceptions to Official 
Classification, on furniture, in carloads, from and to points in 
central territory, had not been justified because the cancellation 
would work to the prejudice of southern Indiana manufacturers, 
the latter’s competitors being able to ship to competitive points 
on commodity rates, while the Indiana manufacturers would 
have to pay class rates. 

The Commission found justified the cancellation of less- 
than-carload rates. Little evidence was introduced relative to 
the proposed cancellation of less-than-carload commodity rates. 
The railroads said that under present day conditions there 
was no justification for the maintenance of such rates. The 
protestants, manufacturers and jobbers in Michigan, Indiana, 
Illinois, Kentucky, Iowa, Minnesota, Missouri and Nebraska, 
the report said, raised no objections to the cancellation. 

The carriers in central territory proposed to cancel all 
local and proportional commodity rates, carloads and less than 
carloads, between points in that territory, principally from 
Michigan and Indiana to Chicago and other Illinois junctions, 
Ohio and Mississippi river crossing and Milwaukee. They con- 
currently proposed to amend the exceptions to the classification, 
to include all points in central territory, east of the Ilinois- 
Indiana state line, as originating points, and Springfield, IIl., 
to St. Louis and Burlington, Ia., as additional destinations. 
They further proposed to cancel commodity rates, from Port 
Washington and Sheboygan, and the exception basis from Chi- 


THE TRAFFIC WORLD 285 


cago and Milwaukee, and points taking the same rates, to In- 
dianapolis, and the Ohio river crossings, leaving the second class 
rates, generally, applicable. 

The evidence, the report said, related chiefly to manufac- 
turing points in southern Indiana and Louisville to Chicago and 
other Illinois junctions, and to the Mississippi river cross- 
ings. The railroads said that the proposed cancellations would 
place all manufacturing points in central territory, except Evans- 
ville, Ind., upon a proper, related, basis. Proportional rates 
governed by Western Classification, are maintained from that 
point to East St. Louis. They would not be affected by the 
proposed cancellations. In summing up, and in making its find- 
ing, the Commission said: 


While there are comparatively few specific commodity rates 
on furniture between points in central territory, such commodity 
rates have for the most part been in effect for many years. The 
reasons offered for the proposed cancellations are that com- 
modity rates from southern Indiana points are too low and are 
unduly prejudicial to other points in central territory. Some of 
the present commodity rates from southern Indiana appear to 
represent depressions below a reasonable maximum level, and 
from a transportation standpoint, no good reason appears for 
their continuance. It is also desirable that the inequalities be- 
tween central territory manufacturing points should be corrected 
subject, however, to the contemporaneous establishment of prop- 
erly related rates from other producing points. The proposed 
cancellation of the commodity rates from central territory and 
continuance of commodity rates from producing points in adjoin- 
ing territories on a relatively lower basis will seriously disturb 
long standing and important relationships, and create undue 
prejudice against southern Indiana manufacturers. 

We find that respondents have not justified'® the cancellation 
of local and proportional commodity rates and rates provided in 
exception to the official classification on furniture, in carloads, 
from and to points in central territory, but that the cancellation 
of less-than-carload commodity rates has been justified. Re- 
spondents will be required to cancel the suspended schedules 
without prejudice to the filing of tariffs cancelling the less-than- 
carload rates. 


REPARATION ON GASOLINE 


Reparation has been awarded by the Commission in No. 
15076, Sloan and Zook Company vs. Midland Valley et al. 
(mimeographed), on a finding that shipments of gasoline, in 
tank-car loads from Big Heart, Okla., to West Eldred, Pa., in 
November, 1920, were overcharged. The case was presented 
under the shortened procedure. Charges were collected at a 
rate of 74 cents, a combination of proportional commodity rates 
of 30.5 and 43.5 cents to and from East St. Louis. No joint 
rates were in effect. Complainant contended that the legal rate 
was 54 cents and the Commission awarded reparation to that 
basis, holding that that rate was applicable under the rule for 
constructing rates on combination basis on petroleum and 
petroleum products, carried in the tariff containing the eastern 
factor of 43.5 cents. This rule provided that when total charges 
on a through shipment were constructed on combinations of 
separately established rates applying to and from junction 
points, the through combination of rates in effect on June 24, 
1918, should first be determined, and then such combination 
should be increased 4.5 cents a hundred pounds. The through 
combination in effect June 24, 1918, was 49.5 cents and the 
rate of 54 cents was obtained by adding the 4.5 cents. 


Defendants contended that, as the combination rule in the 
eastern tariff was not connected in any way with the tariff 
carrying the western factor of the combination, it could not 
be applied in connection with such factor. The Commission 
said the tariff situation presented was similar to that considered 
in Standard Oil Co. vs. M. V. R. R. Co., 81 I. C. C. 193, where 
it found that the combination rule carried in the exceptions to 
Official Classification and referred to in the tariff publishing 
the eastern factor of the combination was applicable to the 
through combination, although the tariff containing the west- 
ern factor made no reference to such rule. It found that the 
Sloan and Zook Company, as successor to Sloan & Zook, was 
entitled to reparation of $373.33, with interest. 


_ZACOMMISSION WITHOUT POWER 


The Commission has dismissed No. 15312, Leslie Brothers 
Lumber Co. vs. Pennsylvania, mimeographed, finding that the 
loss sustained by the complainant in connection with the ship- 
ment of a carload of yellow pine, sold by the carriers and the 
proceeds applied to the payment of accrued charges, had not 
been shown to have resulted from any violation of the inter- 
state commerce act. It therefore held the matter was beyond 
its jurisdiction. 

The car was shipped from Minter, Ala., to North Philadel- 
phia, Pa., in November, 1921. The buyer and seller could not 
agree upon terms. The consignee, after nearly a month of 
negotiation, refused it. In the meantime attempts were made 
to reconsign the car but the consignee, holding the bill of 
lading, would not permit it to go forward nor was any in- 
demnity bond filed by those requesting reconsignment. The 
carrier demanded prepayment of accrued charges before re- 
consignment but no check was sent. It then sold the car and 















































































































applied the proceeds to the bill for accrued transportation, de- 
murrage and storage charges. 

Violation of the first section was alleged but the Commis- 
sion, after reciting the allegations of fact, said there was no 
violation of the interstate commerce law giving it jurisdiction. 


COAL FOR DETROIT 


Grant of fourth section relief, by means of supplemental 
fourth section order No. 8750, in response to fourth section ap- 
plications Nos. 1764, 1952, 3965 and 12527, coal from the Cres- 
cent Districts to Detroit, opinion No. 9609, 91 I.C.C. 194-200 (See 
Traffic World, August 2) was made, not for the benefit of the 
long lines, but to enable Detroit to obtain coal via the round- 
about routes of the Cincinnati Northern which pass through 
higher rated points of which Jackson, Mich., is typical, on their 
way to Detroit. Users of coal estimated that they obtained from 
10 to 50 per cent of their coal from mines using the longer 
routes and that an increase of 10 cents a ton, needed to avoid 
fourth section violations, would close those routes to them ex- 
cept in times of emergency, when it would be impossible to get 
the coal through the congested gateway at Toledo. The Com- 
mission said that the rate to Jackson was specifically prescribed 
by it in the Ohio-Michigan Coal Cases, 80 I. C. C. 663. | 

Public convenience and necessity for keeping the Cincinnati 
Northern routes open for coal for Detroit were given by the Com- 
mission as the reason for granting the relief. Not even the 
equi-distance rule was prescribed as a limitation on the rates via 
those routes. The only limitation was that the rates to inter- 
mediate points should not be increased and should not exceed 
the lowest combinatipn. 


SODA CASE DISMISSED 


The Commission has dismissed No. 14379, American Fibre 
Package Company Division, American Box Board Company vs. 
Chicago & North Western et al., opinion No. 9626, 91 I. C. C. 
334-8, finding the applicable rates on silicate of soda, in tank 
cars, from Carrollsville, Wis., to Grand Rapids, Mich., not un- 
reasonable or otherwise unlawful. The complaint alleged the 
rates of 19.5 cents in effect prior to March 15, 1922, and 18.5 
cents thereafter, as well as the existing rates, were and are 
unreasonable, unjustly discriminatory and preferential of com- 
petitors at Milwaukee, and at point in central territory. It 
asked for new rates and reparation. 

According to the report, the carriers, in making the read- 
justment of rates after the decision had been made in C. F. A. 
Class Scale Case, 45 I. C. C. 254, did not give Milwaukee the 
benefit of its short-line distance of 118 miles across lake to 
Grand Rapids, but established rates on the zone B basis, for 
distances from 151 to 160 miles. The complainant contended 
that that was a violation of the findings. It asked for a rate 
of 14.5 cents, Carrollville being on the Milwaukee basis, and 
reparation. The reparation it contended should be to the basis 
of a rate of 16.5 cents from January 3 to June 30, 1922, and 
14.5 cents thereafter. 

The 19.5 cent rate, the report said, was cancelled March 
15, 1922, as 85 per cent of the new sixth class rate made lower 
and under the alternative application rate, it became operative. 


REPARATION ON COAL 


A finding of unreasonableness and an award of reparation 
have been made in No. 14714, Whitaker-Glessner Company et 
al. vs. Chesapeake & Ohio, Director-General et al., opinion No. 
9627, 91 I. C. C. 339-42, as to a rate of $1.05 on coal from the 
Kanawha district, group No. 3, West Virginia, to New Boston 
(Yorktown), O., between July 15, 1917, and February 26, 1918, 
both inclusive. The Commission said it was unreasonable to 
the extent it exceeded $1 and awarded reparation on 1,263 car- 
loads shipped before federal control and 630 carloads shipped 
in the period of federal control. 

The Director-General and the corporate defendants con- 
tended that the shipments made more than two years before 
the day the complaint was filed, were barred. The Commission 
ruled otherwise. After the complaint was filed the Whitaker- 
Glessner Company was consolidated with the Wheeling Steel 
Corporation, the Commission said, but the corporation was not 
dissolved. The Portsmouth Solvay Coke Company was dis- 
solved, the Commission said, and reincorporated as the Ports- 
mouth By-Product Coke Company. It said no substitution of 
parties was made. The case arose out of the fact that when 
rates increased in July, 1917, a five-cent greater increase was 
made to the point where the complainants were located, than 


to other points in that general vicinity where their competitors 
had their plants, 


FLAXSEED RATES PRESCRIBED 

In a mimeographed report on No. 14829, American Linseed 
Company vs. Erie, the Commission has found unreasonable the 
applicable sixth class rate of 26.5 cents on flaxseed in carloads 
from New York harbor points to Buffalo, N. Y., to the extent 
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that it exceeded 22 cents, minimum 56,000 pounds, awarded 
reparation to that basis, and prescribed for the future the rate 
found reasonable. The flaxseed was imported from Argentina. 
Complainant asked for a rate of 20 cents. In support of its 
contention that the applicable rate was unreasonable, complain- 
ant cited a commodity rate of 21.79 cents on flaxseed contem- 
poraneously applicable over the line of defendant in the op. 
posite direction, that is, from Buffalo to New York. The report 
said that rate, after deducting the elevator allowance, resulted 
in a net rate of 20 cents. Complainant also urged that when- 
ever there was an appreciable movement of flaxseed, commodity 
rates were established which, in many cases, were equal to or 
lower than the wheat rates. The Commission said the rates 
on wheat from Buffalo to New York were lower than the rates 
on flaxseed. Complainant also contrasted rates on flaxseed from 
Chicago to various points with the rate assailed. The Com- 
mission said the rate to Buffalo from New York made with 
relation to the Chicago rate would be 60 per cent of the New 
York-Chicago rate less 2 cents; that the import rate on flax- 
seed from New York to Chicago was 40 cents at about the time 
the shipments moved, which would give a rate of 22 cents to 
Buffalo. This 40-cent rate carried a 56,000-pound minimum. 


RATES ON MATTRESSES 


The complaint in No. 13698, Thomas Madden, Son & Com- 
pany et al., vs. Director-General, as agent, C. & O. et al. (mime- 
ographed), has been dismissed by the Commission on a finding 
that rates on metallic and woven wire mattresses, in carloads, 
from Chicago, Ill., to Indianapolis and Evansville, Ind., and 
Cincinnati, O., and Louisville, Ky., were not unreasonable. 
Complainants alleged that the fourth class rates charged in 
the period March 25, 1918, to January 9, 1919, were unjust and 
unreasonable to the extent that they exceeded commodity rates 
subsequently established. 


REPARATION ON SLACK COAL 


Reparation has been awarded by the Commission in a 
mimeographed report on No. 14452, Ash Grove Lime & Portland 
Cement Company vs. Missouri Pacific et al., on a finding that 
the applicable rate of $3.645 per ton charged on 158 carloads 
of slack coal, shipped from Spadra, Ark., to Chanute, Kan., be- 
tween October 15 and December 17, 1920, was unreasonable to 
the extent that it exceeded $2.43 per ton. After the movement 
under consideration, the Commission said, the rate attacked was 
reduced to $2.43 on June 20, 1921, and finally to $2.19 under the 
general reductions of July 1, 1922. The Commission said more 
than two years elapsed between the date of the filing of the 
complaint and the delivery of a few of the shipments and that 
claim for reparation on those shipments was therefore barred. 


REPARATION ON WIRE RODS, ETC. 


Upon further hearing, the Commission in a mimeographed 
report on No. 12267, Lancaster Steel Products Corporation vs. 
Director-General, as agent, B. & 0. et al., has entered an order 
of reparation on carload shipments of wire rods from Canton 
and Youngstown, Ohio, to Lancaster, Pa., and on band steel 
from Lancaster to Harrison, N. J., made subsequent to April 
11, 1921, the date of the original hearing in the case. The 
original report was 73 I. C. C., 567. In it the Commission found 
inapplicable and unreasonable fifth-class rates charged by de- 
fendants. Reparation was awarded to the basis of commodity 
rates found applicable and not unreasonable or otherwise un- 
lawful on various shipments made prior to the hearing April 
11, 1921. A further hearing was ordered for the purpose of en- 
abling complainant to prove its claim to reparation on ship- 
ments that moved subsequent to the original hearing. The 
Commission found that complainant was entitled to reparation 
in the sum of $20,470.07, with interest. 


RATES ON COTTONSEED OIL 


Finding unreasonable the applicable fifth-class rate of 34.5 
cents charged on 24 tank-car loads of refined coitonseed oil, 
shipped between August 12, 1918, and February 25, 1920, inclu- 
sive, from Los Angeles, Cal., to San Francisco and South San 
Francisco, Cal., to the extent that it exceeded 28 cents, the 
Commission has ordered reparation in a mimeographed report 
on No. 14815, Los Angeles Soap Company vs. Director General, 
as agent, Southern Pacific Company. The case was presented 
under the shortened procedure. The report said that, on Feb- 
ruary 29, 1920, defendants established a commodity rate of 28 
cents on cottonseed oil from Los Angeles to San Francisco and 
South San Francisco, which was the rate applicable in the 
opposite direction on cottonseed, fish, nut, seed and soya-bean 
oils, in packages, in carloads, and on cocoanut oil, in tank-car 
loads, when complainant’s shipments moved. The Commission 
said there were no cottonseed mills in San Francisco and that 
the volume of traffic was northbound. Defendants said the rate 
was established to meet water competition and that the rate 
northbound was reduced to meet the same competition. The 
Commission said that, under the scale prescribed in Oklahoma 





No. 6 


arded 
> Tate 
ntina, 
of its 
Plain- 
ntem- 
€ op- 
‘eport 
sulted 
when- 
odity 
to or 
rates 
rates 
from 
Com- 
with 
New 
flax- 
time 
its to 
mum. 


Com- 
nime- 
nding 
oads, 

and 
able. 
2d in 
L and 
rates 


in a 
tland 
that 
loads 
.» be- 
le to 
ment 
[ was 
r the 
more 
f the 
that 
rred, 


phed 
n vs. 
order 
ynton 
steel 
A pril 
The 
ound 
r de- 
odity 
. un- 
A pril 
f en- 
ship- 
The 
ition 


34.5 

oil, 
nclu- 
San 
the 
port 
eral, 
nted 
Feb- 
f 28 
and 
the 
ean 
-Car 
sion 
that 
rate 
rate 
The 
oma 


August 9, 1924 


Cottonseed Crushers’ Asso. vs. M. K. & T., 35 1. C. C. 94, and 
39 I. C. C. 497, the rate between Los Angeles and San Francisco 
would have been 28 cents for the period involved. 


FOURTH SECTION RELIEF GIVEN 


The Commission, in a mimeographed report on Fourth 
Section Applications Nos. 2129 and 12321 the first mentioned 
filed by the Northern Pacific for itself and on behalf of the 
Minnesota & International and the Big Fork & International 
Falls, has authorized the carriers to charge rates on coal 
and continue rates on cement, from Duluth and Superior, to 
International Falls, Minn., and Fort Frances, Ont., lower than 
the contemporaneously applicable rates to intermediate points. 
The relief was granted on application No, 2129. The rates are 
not to be lower than those applicable via the Duluth, Winnipeg 
& Pacific nor higher than those allowed in the Holmes & Hallo- 
well scale. Relief as to coal rates was given by fourth section 
order No. 8949. Cement relief is to be given by leaving fourth 
section order No. 8633 in effect. 

Application No. 12321 was filed in behalf of the same car- 
riers and also the Minnesota, Dakota & Western in regard to 
cement. The desire of the applicants was to meet the rates of 
the Duluth, Winnepeg & Pacific which was not a party to Holmes 
& Hallowell case, so that via that road a scale on soft coal from 
Duluth to International Falls has been in effect. The Minne- 
gota anthracite scale is higher than the Holmes & Hallowell 
anthracite scale. 


TOILET PAPER CASE DISMISSED 


In a mimeographed report on No. 15540, Sauquoit Paper Com- 
pany vs. Director-General, as agent, Boston & Maine et al., also 
embracing a sub number, Same vs. Same, the Commission has 
dismissed the complaints on a finding that rates on toilet paper 
in carloads from Northumberland, N. H., to New Hartford and 
South Utica, N. Y., in the period of federal control, were not 
unreasonable. The cases were presented under the shortened 
procedure. The applicable fifth-class rate of 30 cents was 
charged, the report said. Complainant alleged the rate to be 
unreasonable to the extent that it exceeded 22.5 cents. A viola- 
tion of the long-and-short haul clause was found as to the ship- 
ments to New Hartford but it has since been removed, the Com- 
mission said, adding that a violation of the clause was not of 
itself sufficient grounds upon which to award reparation. 


PULP PAPER CASE DISMISSED 


The Commission has dismissed the complaint in No. 15093, 
J. L. N. Smythe Company vs. Chesapeake Steamship Company 
et al., mimeographed, on a finding that an applicable rate of 
78 cents charged on two less-than-carload shipments of pulp 
paper from West Point, Va., to Saugerties, N. Y., on July 20, 
1922, and March 30, 1923, was not unreasonable and that com- 
plainant was not shown to have been damaged by reason of 
any undue preference that might have existed. The case was 
presented under the shortened procedure. 





RATES ON MANURE 


In a mimeographed report on No. 15022, Max Wedeles Tobacco 
Company vs. Director-General, as agent, Central of Georgia 
et al., the Commission has dismissed the complaint on a finding 
that rates on manure from Keyton, Ala., to Quincy and Mt. 
Pleasant, Fla., in September, October and November, 1918, were 
unreasonable, but that complainant had not shown its right to 
reparation. The case was presented under the shortened 
procedure. 


POTATO CASE DISMISSED 


The Commission has dismissed the complaint in No. 15188, 
Hutchinson Produce Company vs. Santa Fe. et al. (mimeogra- 
phed), on a finding that rates charged on potatoes from points in 
Montana to destinations in Kansas were applicable, except as to 
certain shipments. Adjustment of an overcharge and an under- 
charge was directed. The case was presented under the short- 
ened procedure. 

The allegation was that the rates charged were illegal in 
violation of section 6. Reparation and an order for the future 
were asked. On all but two of ten shipments involved freight 
charges were collected at a joint commodity rate of 95 cents, 
Minimum 30,000 pounds, the report said. On one shipment 
from Kalispell, Mont., to Trousdale, Kans., a rate of 94 cents 
was collected, and on a shipment from Kalispell to Greensburg, 
Kans., a rate of $1.085 was assessed. The defendants said the 
rate in both instances should have been 95 cents. The Com- 
mission said the rate of 95 cents was applicable and that the 
overcharge should be promptly refunded, with proper adjustment 
covering the undercharge found to be outstanding. 


MINIMUM WEIGHT ON HOOPS 


In No. 14681, Ozark Cooperage Company vs. Aberdeen & 
Rockfish et al., opinion No. 9625, 91 I. C. C. 329-33, the Com- 
Mission has found unreasonable the carload minimum weight 
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on coiled elm hoops from group E points to California terminals, 
as defined in Countiss’s I. C. C. No. 1101, or reissues, has pre- 
scribed a reasonable minimum weight and denied reparation. 

Complainant attacked the carload minimum of 60,000 pounds 
prescribed in Countiss’s westbound transcontinental freight tariff 
I. C. C. No. 1101, on coiled elm hoops as unreasonable, and al- 
leged that the said minimum on this traffic from group E points 
to south Pacific terminals, as defined in the tariff, was unduly 
prejudicial. The Commission was asked to establish a just and 
reasonable carload minimum and to award reparation on one 
car of coiled elm hoops shipped September 26, 1921, from Chaf- 
fee, Mo., to San Francisco, Calif. The shipment weighed 54,500 
pounds and charges were collected at the applicable rate of 
$1.065, minimum 60,000 pounds, the Commission said. The rate 
and minimum were those applicable on cooperage stock, in- 
cluding coiled elm hoops, from points in what is known as 
Missouri River territory and designated in Countiss’s tariffs as 
taking group E rates. 

The Commission said complainant presented testimony of 
experienced shippers of coiled elm hoops to the general effect 
that not more than 34,000 pounds of that commodity, on an 
average, could be loaded into a standard 36-foot car; that it 
was possible to load 60,000 pounds only in the largest of the 
50-foot cars in use, which, because of the comparatively small 
number owned by defendants serving the territory involved, 
were seldom available for the traffic, and that in many of the 
50-foot cars the commodity could not be loaded up to the mini- 
mum of 60,000 pounds, the loading in such cars ranging between 
55,000 and 60,000 pounds. 

The Commission made no finding as to an allegation of un- 
due prejudice against San Francisco and other California ter- 
minals because of maintenance of a 40,000-pound minimum to 
north Pacific coast terminals because, it said, the question was 
not sufficiently covered by the evidence to warrant a finding 
thereon. It said, however, that it was clear that the disparity 
between minima to the north and south Pacific coast points did 
not result in any disadvantage or prejudice to complainant or 
other shippers of coiled elm hoops in group E. 

In defense of the minimum assailed, defendants, the Com- 
mission said, relied largely on Associated Cooperage Industries 
vs. Director-General, 55 I. C. C. 327. They also urged that, un- 
der the present tariff there was available to shippers who could 
not load to the minimum of 60,000 pounds the alternative mini- 
mum of 40,000 pounds taking the higher rate. The Commission 
said they offered no evidence refuting the testimony that the 
average loading of coiled elm hoops in a standard 36-foot car 
did not exceed 34,000 pounds, or substantially less than the mini- 
mum of 40,000 pounds. The defendants also undertook to justify 
the assailed minimum on the ground that the earnings under 
the rate applicable in connection therewith were less than rea- 
sonable, the Commission said, continuing as follows: 


We have repeatedly found that if carriers desire to protect 
themselves from unduly low charges per car they should not do so 
by prescribing arbitrary minimum weights which cannot be loaded 
in the ordinary equipment available, and that it is unreasonable to 
base charges on a minimum to which cars are incapable of being 
loaded, Riverside Mills vs. G. R. R., 25 I. C. C. 434; Durham Coal 
& Iron Co. vs. C. of G. Ry., 34 I. C. C. 10. 

We find that the carload minimum of 60,000 pounds on this traffic 
from Group E points to California terminals, as defined in Countiss’s 
transcontinental freight tariff I. C. C. No. 1101, or reissues, was, 
is, and for the future will be unreasonable to the extent that it ex- 
ceeded, exceeds, or may exceed, for cars not over 36 feet 6 inches in 
length, inside measurement, 34,000 pounds, and for cars over 36 feet 
6 inches in length, graduated minima computed in accordance with 
the basis employed in rule 34 of the consolidated classification. On 
this basis the minimum for the 50-foot car of the type in which the 
— from Chaffee to San Franciisco moved would be 55,080 
pounds. 

We further find that the charges collected on the shipment from 
Chaffee to San Francisco were unreasonable to the extent that they 
exceeded those which would have accrued on the basis of a minimum 
carload weight of 55,080 pounds at the rate of $1.065. Complainant 
was neither the consignor nor consignee of this shipment. The evi- 
dence shows that it acted as selling agent for the consignor and did 
not pay or bear the freight charges on the shipment. Complainant 
asks reparation for its own account and not as agent for the con- 


signor. The latter is not a party to this proceeding. Reparation, 
therefore, is denied. 


The order for the future is éffective on or before October 27. 


RATES ON CYPRESS LUMBER, ETC. 


On complaint attacking rates on cypress lumber and lumber 
articles, in carloads, from Waycross, Hebardville and Hopkins, 
Ga., to destinations in Florida, South Carolina, North Carolina, 
Virginia, West Virginia, Eastern Trunk Line, New England and 
Central territories, the Commission, in No. 12545 Hebard Cypress 
Company vs. Aberdeen & Rockfish et al., opinion No. 9628, 91 
I. C. C. 343-53, has found: (1) That certain features of the 
case were disposed of by North Carolina Pine Ass. vs. A’ C. L. 
R. R. Co., 85 I. C. C. 270; (2) that other rates assailed are not 
unreasonable and that defendants should be given an oppor- 
tunity to remove voluntarily certain inconsistencies and mal- 
adjustments in connection with rates to the Carolinas and 


Florida; and (3) that fourth section relief and reparation should 
be denied. 
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Complainant attacked the rates in issue as unreasonable, 
prejudicial to complainant, and preferential of competitors ship- 
ping in intrastate or interstate commerce from certain points, 
and in many instances in violation of the long-and-short-haul 
clause. Rates to points in Ohio, Indiana and Michigan east of 
the Grand Rapids & Indiana were attacked as unreasonable, and 
it was alleged that the rates to some points in Ohio, Indfana 
and Illinois located both east and west of the Grand Rapids & 
Indiana were in violation of the long-and-short-haul clause. The 
Commission was asked to prescribe reasonable and non-preju- 
dicial rates for the future and to award reparation on shipments 
made since January 1, 1917, to the Virginia cities and points 
basing thereon, West Virginia and Eastern and New England 
territories. The Southern Cypress Manufacturers’ Association 
and the North Carolina Pine Association intervened. No fourth 
section applications were assigned for hearing by number, the 
Commission said, but defendants were advised to present justi- 
fication of the existing departures in the rates complained of. 


In many respects, the Commission said, the complaint was 
an attack on the entire southeastern lumber-rate adjustment. 
As a measure of maximum reasonable rates and as a means of 
removing all existing discriminations complainant suggested 
two distance scales, one single line and one joint line, the Com- 
mission said. A table showing complainant’s proposed scales 
was set forth in the report. After discussing the proposed 
scales, the Commission said complainant was the only shipper 
before it asking a rate basis which would disrupt the present 
group adjustment. It said the two interveners were opposed to 
the mileage theory of lumber rates. 


“So radical a change in the prevailing method of making 
lumber rates in this territory could not properl¥ be adopted 
upon a record of this limited and comparatively narrow scope,” 
the Commission said. 


Continuing, the Commission said: i 


Subsequent to the filing of this complaint there was filed a com- 
plaint involving the lumber-rate adjustment generally from_ pro- 
ducing points in the Southeast to destinations in eastern trunk-line 
and New England territories. North Carolina Pine Asso. vs. A. C. L. 
R. R. Co., 85 I. C. C. 270, hereinafter referred to as the North Caro- 
lina Pine case. A very large number of lumber producers in the 
Southeast, as well as in other sections, were parties to that case, 
through their associations, and the record therein is much more com- 
prehensive than that before us here. In view of the fact that the 
record in that case dealt with rates to a large and important part 
of the destination territory here involved, and permitted a review 
of the entire southeastern adjustment in the light of the views of the 
lumber producers generally, we deferred action in the instant case 
pending the decision in the larger case. 


In that decision, promulgated several months ago, there is pre- 
scribed a reasonable rate adjustment on lumber on the group basis 
from all points in the Southeast to trunk-line and New England 
territories. The reasonableness of the rates to the Virginia cities 
was not in issue in that proceeding, but all of defendants’ fourth- 
section applications covering departures in connection with rates to 
the Virginia cities, as well as to territory north thereof, were con- 
sidered and disposed of. 

The widespread and far-reaching rate readjustment necessitated 
by the decision in that case has not yet been completed. It is evi- 
dent, however, that it will materially affect the measure and rela- 
tionships of a large proportion of the rates here attacked, and in 
view of the fact that the present record of necessity deals only with 
the old adjustment, we see no reason for further postponing action 
in this case. 

This record affords no basis for disturbing the conclusions in the 
North Carolina Pine case. That case involved a general readjust- 
ment including both increases and reductions. No reparation was 
asked and the conclusions reached do not afford a proper basis for 
reparation in this case on shipments that may have moved to points 
at which reductions were required. 

As above indicated, the reasonableness of the rates to the Virginia 
cities was not in issue in that case. The rate from Waycross to 
those cities is 31.5 cents for an average haul of 580 miles. That 
this rate is not unreasonable we think is sufficiently demonstrated 
by a comparison with the rates prescribed as reasonable in the 
North Carolina Pine case of 35 cents from Goldsboro, N. C., to 
New York City, 502 miles, and 36 cents from Sumter, S. C., to 
Philadelphia, Pa., 588 miles. 


Rates between particular points or sections in the Southeast have 
been established from time to time under the influence of com- 
petitive conditions existing between producers and markets, between 
rail lines, and between rail lines and water lines, and of relatively 
low bases required by State authorities on intrastate traffic, with- 
out especial regard to the maintenance of a generally harmonious 
and consistent rate structure. The rates here under attack show 
the effects of this method of rate making. 


od 
The Commission said defendants offered no substantial justi- 
fication of fourth section departures referred to in the report 
and freely admitted the existence of many inconsistencies in 
the present adjustment, which, they stated, it was their pur- 
pose voluntarily to correct if given an opportunity to do so. 
The Commission’s conclusions follow: 


Giving weight to all the facts and circumstances of record we 
arrive at the following conclusions, which are without prejudice to 
action in any subsequent case upon a more adequate record. 

The findings in the North Carolina Pine case are adhered to in so 
far as they affect rates here in issue. 

As a whole the other rates in issue are not shown to have been or 
to be unreasonable except in instances where a prima facie showing is 
made in connection with through rates in excess of the aggregates of 
intermediates. These instances are not made the basis for claims for 
reparation and they will be corrected under our findings herein with 
respect to the defendants’ fourth-section applications. 

This record contains no satisfactory justification for the extensive 
blanketing of the rates from the points of origin here under con- 
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sideration to the Virginia cities back over substantially the entire 
State of North Carolina; nor for the material spread between rates 
to points on either side of the North Carolina-South Carolina State 
line; nor for the spread between the rates from these points and 
Varnville to the Virginia cities; nor for the existing difference in the 
level between the rates from these points to destinations in the 
States of South Carolina and Florida on the one hand and the intra- 


— rates from cypress-producing points in those States on the 
other. 


Defendants’ fourth-section applications, in connection with the 
rates from these points of origin to destinations in North Carolina, 
South Carolina, and Florida which are not in conformity with either 
the long-and-short-haul or the aggregate-of-intermediates provi- 
sions of the fourth section of the act, will be denied, except in those 


instances, if any, where relief has heretofore been granted by per- 
manent orders. 


The evidence in this case is not sufficient to enable us to pass 
upon the fourth-section departures existing in the rates to central ter- 
ritory, decision upon which departures will be reserved for considera- 
tion in a case presented a more comprehensive record. 

With respect to the rates and relationships affecting the traffic 
here under consideration to the Carolinas and Florida, the carriers 
have expresed willingness, at least as to some features, to volun- 
tarily work out a more consistent adjustment if permitted to do so, 
In view of the difficulties in arriving at a definite and proper basis 
for correcting the present situation on account of the limitations 
of the present record and the possibility of more or less changed 
conditions, following the revision under the North Carolina Pine 
case, of the fact that that realignment of the State and interstate 
rates would tend to precipitate a conflict between State and Federal 
authority, and of the fact that the business which complainant 
might do in this territory even under the most favorable circum- 
sances would appear not to be of considerable importance, we shall 
not enter an order with respect to this feature of the case but shall 
permit the carriers to undertake to work out an adjustment which 
will correct the various defects above pointed out. If they do not 
prosecute such an undertaking with due diligence, the matter may 
be brought to our attention in an appropriate proceeding with a view 
to developing a record upon which effective action may be taken. 

An approriaate fourth-section order will be entered. 


In Fourth Section Order No. 8966, covering applications Nos. 
972, 4671, 703 and 704, filed by the A. B. & A., and A. C. L., the 
Commission said: 


It is ordered, That, except as to relief which has heretofore been 
granted by permanent orders of the commission, those portions of 
the said applications Nos. 972, 4671, 703, and 704, by which carriers 
parties thereto, seek authority to continue to charge rates for the 
transportation of cypress lumber and lumber articles from Hebard- 
ville, Hopkins, and Waycross, Ga., to points of destination in North 
Carolina, South Carolina, and Florida, without observing the pro- 
visions of the fourth section of the interstate commerce act be, and 
the same are hereby, denied, effective November 25, 1924. 


RAIL AND LAKE RATES 


In a mimeographed report in I. and S. No. 2089, rail-and- 
lake rates, New England to C. F. A. and W. T. L. points, em- 
bracing also fourth section applications Nos. 938, 941, 944 and 
3801, the Commission has found not justified proposed reduc- 
tions in class and commodity rates from points on the Central 
Vermont Railway in New England to points in Central and 
Western Trunk Line territories, applying via Depot Harbor, 
Ont., and the boat line of the Canada Atlantic Transit Company. 
The schedules were ordered canceled on or before September 8. 


In fourth section order No. 8969, covering the fourth sec- 
tion applications involved which were filed by the Grand Trunk 
and the Canada Atlantic Transit Company, carriers parties to 
the applications were authorized to continue and to maintain 
class rates and commodity rates that are not less than the 
present sixth class rates, from New York, N. Y., and points 
taking the same rates, to points in Central and Western Trunk 
Line territories not lower than the present rates from and to 
said points, and to maintain higher rates from intermediate 
points on the Central Vermont, New London, Conn., to Fonda 
Junction, Vt., both inclusive, provided that rates from the said 
intermediate points shall in no case exceed the lowest com- 
bination. The order provided that rates revised in accordance 
with the terms thereof should be made effective on statutory 
notice. Fourth section order No. 8833, as modified later, was 
ordered vacated. 


RATES ON STRAWBOARD 


In a mimeographed report on I. and S. No. 2120 and No. 
2166, strawboard from Delphi and Lafayette, Ind., to upper 
Mississippi River crossings, the Commission has found not justl- 
fied proposed increases in proportional rates on strawboard from 
and to the points involved. The suspended schedules were 
ordered canceled on or before September 11. 


RATES ON FRESH TOMATOES 


In a report in No. 12481, H. J. Heinz Company vs. Director- 
General, as agent, and Pennsylvania, opinion No. 9630, 91 I. C. 
C., 358-64, the Commission has awarded reparation on a finding 
that fourth-class rates on fresh tomatoes, carloads, from points 
in the Silver Creek district in New York to Pittsburgh, Pa., 
were, are and for the future will be unreasonable to the extent 
that they exceeded or may exceed 24.5 cents per 100 pounds, 
minimum weight 40,000 pounds, prior to August 26, 1920, and 
34 cents on and after that date, subject to the general reduc- 
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tions of 1922. The order for the future is effective on or before 
October 6. The order provides for rates not in excess of 30.5 
cents, carload minimum weight 40,000 pounds. 

Complainant asked for rates for the future not in excess 
of 60 per cent of the contemporaneous fourth-class rates. The 
Commission said allegations of unjust discrimination and undue 
prejudice were not sustained. The rates found unreasonable 
are approximately 80 per cent of fourth-class, at the 40,000 
pound minimum. Commissioner McChord, dissenting in part, 
said he concurred in the reduction of the rates to the basis of 
80 per cent of fourth-class but that he did not assent to an in- 
crease in the minimum weight beyond 30,000 pounds. 


REPORT ON POWER BRAKES 


In a report in No. 13528, investigation of power brakes and 
appliances for operating power-brake systems, opinion No. 9649, 
91 I. C. C. 481-534, the Commission announced the following 
conclusions: 


Improvements in the operation of power brakes for both passen- 
ger and freight trains are essential and must be effected. ; 

Improvements in power-brake appliances can be made and in- 
creased safety in train operation can and must be obtained. 

A power-brake system for passenger and freight trains should 
insure that only a service application of the train brakes would occur 
when a service reduction of brake-pipe pressure is made. 

A power-brake system for passenger and freight trains should 
provide means whereby effective emergency brake-cylinder pressures 
will be obtained when an emergency reduction of brake-pipe pressure 
is made from a fully charged brake system. 

A power-brake system for passenger and freight trains should 
provide means whereby effective emergency brake-cylinder pressures 
will be obtained when emergency reduction of the brake-pipe pres- 
sure is made after a full service brake-pipe reduction has been made. 

A power-brake system for passenger and freight trains should 
provide means whereby effective emergency brake-cylinder pressures 
will be obtained when an emergency reduction of brake-pipe pressure 
is made following release after a full service brake application. 

A power-brake system for passenger and freight trains should 
provide means whereby the engineman can control the release of 
pressure from brake cylinders and effect such release by graduated 
steps or gradually in order that he may decrease as well as increase 
brake-cylinder pressures as required to control at relatively uniform 
rates the speed of trains. ; . 

A power-brake system for passenger and freight trains should 
provide for obtaining and maintaining brake-cylinder pressures 
within prescribed limits for specified periods of time during brake 
applications. 


In addition to these general requirements it is clear that full 
specifications and requirements covering more fully the functions, 
maintenance, and operation of power brakes and appliances should 
be adopted. Consideration will be given to this and to the form of 
order to be issued by us. This case will be held open for that pur- 
pose. 

The Commission said the situation with respect to power 
brakes demanded a broad general inquiry and that, following 
the receipt of a petition on behalf of the Automatic Straight 
Air Brake Company for an investigation under section 26 of 
the interstate commerce act, an order was entered February 
20, 1922, instituting the investigation. It said the record in the 
case showed that practically all the air-brake equipment now 
in use on railroads engaged in interstate commerce was manu- 
factured by the Westinghouse Air Brake Company and by the 
New York Air Brake Company. The findings of the Commis- 
sions were regarded as approving in principle features of the 
Automatic Straight Air Brake Company’s product. 

Dissenting in part, Commissioner McManamy said he was 
not in agreement with the conclusions which required changes 
in the design of power-brake systems in order to make pos- 
sible the performance of additional functions not now included 
in existing standard freight brakes. He said the outstanding 
feature of the case, to his mind, was that the record was barren 
of evidence that the existing power-brake systems, when prop- 
erly maintained, were inadequate safely and efficiently to con- 
trol trains under present-day operating conditions. Commis- 
sioners Eastman and Potter joined in McManamy’s expression. 
The report in the case is a voluminous one, dealing with the 
technical features of the subject under consideration. 


RATES ON WOODEN TANKS 


A finding that rates on wooden tanks, knocked down, in 
carloads, including fixtures and metal parts not exceeding 20 
per cent of the weight of the entire shipment, from Chicago, 
and Batavia, Ill., and Milwaukee and Cincinnati to points in 
western trunk line territory are not unreasonable but that to 
points in central and trunk-line territories they are and for the 
future will be unreasonable to the extent that they exceed 110 
per cent of the rates contemporaneously in effect from and to 
the same points on lumber of the same species, has been made 
by the Commission in No. 14378, Tank & Tower Council vs. 
Aberdeen & Rockfish et al., opinion No. 9623, 91 I. C. C., 309-14. 
The order for the future is effective on or before October 25. 
The Commission said the record was insufficient to warrant a 
finding of undue prejudice and that the prayer for an order 
directing the carriers to establish transit arrangements on fir 
and redwood lumber manufactured into tanks, knocked down, 
at complainants’ plants, must be denied. 

Complainants alleged that the rates on wooden tanks, 
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knocked down, in carloads, from the north Pacific coast to points 
in western trunk-line, central, and trunk-line territories, and 
from California points to eastern defined territories, which ap- 
plied in connection with a transit arrangement at certain Paci- 
fic coast points, were unduly prejudicial to complainants, whose 
plants are located in Chicago, Batavia, Milwaukee and Cincin- 
nati, and unduly preferential of wooden-tank manufacturers lo- 
cated on the Pacific coast, and that the rates charged complain- 
ants for similar services were unreasonable and unduly preju- 
dicial. The Commission was asked to prescribe for the future 
(a) just and reasonable rates for the transportation of tank 
material sawed to shape, or tanks, knocked down, from com- 
plainants’ plants to points in western trunk-line, central, and 
trunk-line territories; (b) a transit arrangement on lumber from 
the Pacific coast to be manufactured into wooden tanks, knocked 
down, at complainants’ plants and thence reshipped to points 
in western trunk-line, central, and trunk-line territories; and 
(c) the same rate on fixtures and metal parts included in a ship- 
ment of wooden tanks as applies on such tank material. 

Reviewing the rate situation involved, the Commission said 
in part: 


The rates on tanks,knocked down, from the Pacific coast are the 
same as the rates on lumber. A transit arrangement permits the re- 
shipping of tank material, manufactured from rough lumber brought 
into certain transit points on the Pacific coast, at the through lumber 
rate from point of origin to final destination, plus a transit charge 
ranging from 1.5 to 3 cents, depending on the distance from the 
point of origin to the transit point. The maximum inbound haul 
into a transit point under the transit arrangement is 250 miles. 
Rates on lumber from the north Pacific coast are blanketed over 
a large area and the transit points are within that area. Fix- 
tures and metal parts not exceeding 20 per cent of the weight of the 
entire carload take the’ lumber rate when shipped in the same car 
with tanks, knocked down. The metal parts are considered non- 
transit tonnage. 

Complainants draw a considerable amount of fir and redwood 
lumber from the Pacific coast on which they pay the lumber rates. 
They have no transit arrangement at their plants under which they 
can manufacture and reship it in the form of tanks, knocked down. 
On such tanks, including metal parts, moving from their plants to 
destinations in official classification territory the fifth-class rates 
apply. Prior to the filing of this complaint class D rates generally 
applied to destinations in western classification and Illinois class- 
ification territories. Since the filing of this complaint the carriers 
in western trunk-line territory have provided for the mixing of 
metal parts with tanks, knocked down, on the basis of 110 per cent 
of the lumber rates. 


The Commission said witnesses for two of the complain- 
ants testified that these complainants were losing a large por- 
tion of their business because of the advantage of freight rates 
enjoyed by the Pacific coast manufacturers. It said most of 
the evidence on that point consisted of general statements 
based on hearsay. A mere statement of the applicable rates on 
lumber from points of origin of the lumber to final destination 
of the knocked-down tanks showed that the Pacific coast manu- 
facturer had a considerable advantage in the total transporta- 
tion charges, the Commission said, giving illustrations of such 
advantage. Continuing, the Commission said: 


In Rates on Lumber and Lumber Products, 52 I. C. C. 598, 624, we 
said that the rates on tank material, consisting of staves and other 
wooden parts used in the construction of wooden vats, and also iron 
or steel fixtures, including gauge, iron, or steel bands, or hoops and 
lugs, the weight of the iron and steel articles not to exceed 20 per 
cent of the weight of the entire carload, should not exceed 110 per 
cent of the rates contemporaneously in effect on lumber of the same 
species. In Parkersburg Rig & Reel Co. vs. Director General, 59 
I. C. C. 751, and Parkersburg Rig- & Reel Co. vs. M., K. & T. Ry. 
Co., 78 I. C. C. 238, we found rates on wooden tanks, knocked down, 
including metal parts not exceeding 20 per cent of the weight of the 
entire shipment, unreasonable to the extent that they exceeded 110 
per cent of the rates contemporaneously applicable on lumber of the 
same species. The fifth-class rates from Chicago, Batavia, Mil- 
waukee, and Cincinnati to representative points in central and trunk- 
line territories are between 30 and 40 per cent higher than the lumber 
rates in effect from and to the same points. To many points the lum- 
ber rates are in effect. 

The average loading of tanks, knocked down, is lower than that of 
lumber. The average loading of lumber on the Milwaukee for 1922 
was 57,370 pounds and on the Baltimore & Ohio 50,760 pounds. The 
average loading of tanks, knocked down, on those roads was not 
shown. The loading on a shipment of tanks, knocked down, from 
Milwaukee to Freeport, Ill., was shown to be 30,000 pounds and on 
a shipment from Milwaukee to Thorpe, Wis., 40,900 pounds. Iron 
and steel articles load much heavier than lumber. The average load- 
ing of iron and steel articles for 1922 on the Baltimore & Ohio was 
71,460 pounds. 

_ In Portland T. & T. Asso. vs. A. A. R. R. Co., 77 I. C. C, 423, the 
minimum weights on redwood tank and silo material from the 
north Pacific coast were found to be unduly prejudicial to shippers 
from Portland and unduly preferential of shippers located in Cali- 
fornia to the extent that they exceeded the minimum weights on 
like traffic contemporaneously maintained from California points. 
Following this case the minimum weight on redwood tank material 
from Portland, when originating in California, to eastern destina- 
tions was reduced to 30,000 pounds, the same as the minimum from 
California. It was pointed out there that, as a practical matter, a 
car could not be loaded with tank material merely for the purpose 
of filling it, but only so much of the material could be loaded as is 
required for the fabrication of the tanks making up the shipment. 
On fir tank material the minimum weights are 38,000 pounds for 
cars 36 feet and under, 44,000 pounds for cars over 36 feet and not 
over 42 feet, and 54,000 pounds for cars over 42 feet in length. Com- 
plainants ship tanks, knocked down, outbound under minimum 
weights of 30,000 pounds for cars 36 feet and under, and 44,000 
pounds for cars over 36 feet in length. This is an advantage en- 
— by complainants over the Pacific coast manufacturers of fir. 
anks. 


If defendants should accord milling-in-transit arrangements on 
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lumber originating on the Pacific coast to be -manufactured into 
wooden tanks at Milwaukee, Chicago, Batavia, and Cincinnati and 
reshipped from those points, complainants would still be at a dis- 
advantage by being compelled to haul a wastage of 20 per cent for 
a distance of more than 2,000 miles to the manufacturing point. 
This, however, is a disadvantage due to geographical location. Com- 
plainants enjoy a tremendous advantage by reason of their proximity 
to the great consuming markets. 


Chairman Hall, dissenting in part, said: 


A decision like that in Rates on Lumber and Lumber Products, 
52 I. C. C. 598, which deals with relationship but not with reason- 
ableness, is of little if any value as a guide where the issue is reason- 
ableness. There is nothing in this report, or in that cited, to show 
whether present rates on lumber from Milwaukee, Chicago, Batavia, 
or Cincinnati destinations in central or trunk-line territory are 
reasonable, or on tanks, knocked down, unreasonable. Nevertheless 
the latter are found unreasonable, now and for the future, to the ex- 
tent that they exceed or may exceed 110 per cent of whatever the 
rates on lumber may be, now or in the future, from and to the same 
points. From any such finding I must dissent. The issue should be 
decided. I concur in the finding that undue prejudice has not been 
shown and that the transit arrangements sought should not be re- 
quired. Whether or not iron or steel articles, such as the metal 
parts of tanks, knocked down, should be treated from a rate stand- 
point as wood, and carried at the tank rate, turns partly upon what 
the tank rate is, and partly upon whether any element of undue prej- 
udice is presented. But certainly there is no inherent reason why 


metal should take the lumber rate or any particular percentage of 
the lumber rate. 


ACQUISITION OF LINES AUTHORIZED 


The Trafic World Washington Bureau 


The Bonhomie & Hattiesburg Southern Railroad Company 
has been authorized by the Commission to acquire and operate 
the Natchez branch of the Gulf, Mobile- & Northern from a 
point near Beaumont, Miss., to a connection with the New Or- 
leans & Northeastern in Hattiesburg, Miss., a distance of ap- 
proximately 26 miles, subject to the following conditions: 


1. That the Bonhomie & Hattiesburg Southern Railroad Com- 
pany shall enter into an agreement with the Mississippi Central Rail- 
road Company granting the latter the right to operate through trains 
over the line between Hattiesburg and Beaumont on just and reason- 
able terms, which terms shall include a provision to the effect that 
the Bonhomie & Hattiesburg Southern Railroad Company will main- 
tain the line at a standard at least equal to the Mississippi Central 
Railroad Company’s standard of maintenance. 

2. That the Mississippi Central Railroad Company be permitted 
to solicit business at Hattiesburg for movement by it over the line 
of the Bonhomie & Hattiesburg Southern Railroad Company to destina- 
tions beyond Beaumont or for delivery to the Gulf, Mobile & North- 
ern Railroad Company at Beaumont for further shipment. 

38. That the Gulf, Mobile & Northern Railroad Company shall 
enter into an agreement with the Mississippi Central Railroad Com- 
pany granting the latter trackage rights over its railroad, between 
Beaumont and Mobile, Ala., on just and reasonable terms, and for 
such period, not less than five years, as will enable the Mississippi 
Central Railroad Company to fully demonstrate the benefits of its so- 
called Natchez route. 


The Gulf, Mobile & Northern intervened in favor of grant- 
ing the application or of dismissing it for want of jurisdiction. 
The Mississippi Central, the Louisiana & Arkansas, the Cham- 
bers of Commerce of Shreveport, La., Natchez, Miss., and Hat- 
tiesburg, Miss., citizens of Perry county, Miss., and others inter- 
vened against granting the application. The Alabama Public 
Service Commission and the Mobile Chamber of Commerce in- 
tervened and asked that certain conditions be imposed if the 
application were granted. The Mississippi Railroad Commission 
recommended approval subject to certain conditions. 

The report explained that the applicant was organized in 
September, 1923, to acquire the line in question. Its stock is 
owned by W. S. F. Tatum and members of his family who also 
own in the same proportions severally the business of the Tatum 
Lumber Company. The Mississippi Central has been operating 
the line under lease from the Gulf, and in connection with the 
Louisiana & Arkansas has created a through freight route called 
the Natchez route from Shreveport to Mobile, a distance of 547 
miles. 

Under the terms of sale the Tatum Lumber Company agrees 
to deliver certain lumber tonnage to the Gulf, Mobile & North- 
ern, the report said. The Commission said it was evident that 
the chief object of the Tatum interests in making the purchase 
was to benefit their lumber operations and other operations 
which they were planning for the future. On behalf of the 
Gulf, the Commission said, the testimony was that its primary 
object in the sale was to get rid of an unprofitable branch and 
that its secondary object was to control the tonnage. 

The Gulf urged that the Commission had no jurisdiction in 
the premises but said if that contention were rejected the ap- 
plication should be granted, since that would permit it to divest 
itself of a line it could not operate without loss and at the 
same time assure it tonnage it would otherwise lose. 


Localities along the Natchez route protested on the ground 
that the proposed transfer of the branch would necessitate dis- 
continuance of through freight service of the Central between 
Hattiesburg and Mobile and disrupt the Natchez route, that it 
would reduce the branch, now a part of a Class I road, to-the 
status of a tap line serving primarily the interests of the Ta- 
tum Lumber Company. 


Discussing the question of jurisdiction, the Commission 
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said it had held in a number of cases that it was without juris. 
diction under paragraph 18 of section 1 of the act where the 
applicant was seeking to acquire and operate a line of railroad 
which was in operation in interstate commerce prior to the 


effective date of the transportation act of 1920. On this point 
the Commission said: 


While these cases have not been overruled the Commission's 
conference ruling in conformity with which they were decided has 
been withdrawn and the commission has taken jurisdiction and 
issued certificates in a number of cases where the line to be acquired 
and operated, had been employed in interstate commerce previous to 
the effective date of the transportation act. The applicant represents 
that it has been advised that an application for a certificate is pro- 
bably requisite. It is voluntarily seeking a certificate, perhaps as a 
protection against a possible injunction suit under the provisions of 
paragraph (20) of section 1 of the interstate commerce act. Under 
such circumstances it is unnecessary for the commission to decide 
whether it has jurisdiction, granting that the question of jurisdiction 
is debatable. It is entirely proper for the commission to afford the 
protection sought. 

The Commission said the testimony was that tap lines did 
not build up the country they served but that the applicant 
disclaimed any intention of operating the branch as a tap line. 
After reviewing the protests of the various carriers involved, the 
Commission said the continuance of the Natchez route for 
through freight service would probably be endangered should 
the application be granted but that it was not shown that it 
would necessarily be destroyed. 

“The chief public interest seems to be in the continuance of 
the Natchez route,” the Commission said. “It is believed that 
its continuation would be most likely assured by granting a cer- 
tificate on condition that the applicant enter into a trackage 
rights agreement with the Central whereby the latter shall be 
allowed to operate over the branch on just and reasonable 
terms, including provisions for the maintenance of the branch 
of the applicant at a standard at least equal to the Central’s 
standard of maintenance, and for permission to the Central to 
solicit business at Hattiesburg for through movement over the 
branch, and on further condition that the Gulf enter into an 
agreement with the Central granting the latter trackage rights 
from Beaumont to Mobile on reasonable terms and for such 
period, not less than five years, as will enable the Central to 
prove fully the benefits of the Natchez route.” 

The conditions outlined were imposed in the order as here- 
tofore set forth. 





PETITIONS FOR REHEARING, ETC. 


The defendants in No. 14540, Pacific Guano & Fertilizer 
Company vs. Southern Pacific et al., have asked the Commission 
to grant a rehearing. 

The Erie Railroad Company has asked for rehearing and 
reargument in No. 12680, American Fruit & Vegetable Shippers’ 
Ass’n. et al. vs. American Railway Express Co. et al. 

The Southern Brick and Tile Manufacturers’ Association 
has filed a petition with the Commission asking for the sus- 
pension of its order in I. and S. No. 1885, brick and clay 
products within Southern territory, in so far as it concerns 
rates on brick and clay products into the state of Florida. 

The protestants in I. and S. No. 1969, compression, concen- 
tration and storage of cotton at Jonesboro and West Memphis. 
have asked the Commission to modify its decision. 


The Director-General of Railroads has asked the Commis- 
sion to cancel and set aside its order of July 7 in No. 11467 and 
consolidated cases; Swift & Co. et al. vs. Director-General, and 
reopen the proceedings for reconsideration on the record as 
made. 

The complainant in No. 14972, Toberman, Mackey & Co. 
vs. Terminal R. R. Association of St. Louis, et al., has asked 
the Commission to grant rehearing and reargument. 


GUARANTY CERTIFICATE 


The Commission has certified to the secretary of the treas- 
ury that $48,223.11 is due the Atlantic Coast Line and Louisville 
& Nashville as lessees of the Georgia Railroad in final settle- 
ment for the six month’s guaranty period. The carriers have 


received advances aggregating $414,000 on account of the 
Georgia. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has advised of the withdrawal of No. 
15976, Knoxville Iron Company vs. Louisville & Nashville, from 
the modified procedure docket. The case will be set for hear- 
ing in regular course. 


N. Y. C. EXCESS INCOME 


Director Mahaffie, of the Commission’s Bureau of Finance, 
will hold a hearing September 24 on the question of the excess 
income of the New York Central system properties under sec- 
tion 15a of the interstate commerce act. The Commission’s 
order said question had arisen as to whether the lines or prop- 
erties covered in reports to the Commission were under com- 
mon control and management and operated as a single system 
within the meaning of paragraph 6 of section 15a. 
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August 9, 1924 


COTTONSEED RATE REVISION 


A general revision of rates and minimum weights on cot- 
tonseed, its products and by-products has been recommended 
by Examiner I, L. Koch, in Docket No. 14150, Corporation Com- 
mission of Oklahoma vs. Abilene & Southern et al.; No. 14970, 
Texas Cottonseed Crushers’ Association et al. vs. Same; and 
No. 15039, Interstate Cotton Oil Refining Co. et al. vs. Santa 
Fe et al. Specifically, he said, the Commission should find un- 
reasonable rates on the seed, products and by-products, between 
points in Oklahoma, Texas, southern Missouri, Arkansas, west- 
ern Louisiana and eastern New Mexico, and between those 
points on the one hand, and Mississippi River crossings, from 
East St. Louis to New Orleans, on the other, and order new 
ones. Under that general condemnation he proposed finding 
of unreasonableness and/or undue prejudice in particular sec- 
tions west of the Mississippi. He proposed rates based on 
mileage scales, application of which was to be agreed upon, if 
possible, in conferences between shippers and carriers. He 
also recommended fourth section relief for long lines. The 
condemnation of unreasonableness extends to rates on cotton- 
seed and related vegetable oils and meals, foots, sediments and 
inedible tallow for export, through Gulf ports, New Orleans to 
Galveston, inclusive, but says present relationship should be 
preserved. 


In the matter of words needed to be employed in setting 
forth the reasons for the revision, the report made by Exam- 
iner Koch is one of the longest ever laid before the Commission. 
The text consists of 101 long sheets of type-writing. The ap- 
pendices, containing proposed scales and the scales to be used 
in the establishment of reasonable and non-prejudicial rates, 
occupy 22 pages of similar length. The rate situation was 
dealt with by territories and separately with respect to the 
principal commodities of cottonseed, cottonsed cake and meal, 
hulls and oil. In referring to the seed itself the terminology 
was “cotton seed” and in referring to the products and by- 
products it was “cottonseed” in one word as an adjective. As 
summarized by the examiner the issues presented were as 
follows: 


Complainant in No. 14150 alleges (1) that the interstate rates 
and minimum weights on cottonseed, cottonseed and related vege- 
table oils, cakes and meals, foots and sediments, inedible tallow, and 
cottonseed hulls, in carloads, between all points in the states of 
Oklahoma, Arkansas, Missouri on and south of the line of the 
St. Louis-San Francisco Railroad, hereinafter called the Frisco, from 
St. Louis, Mo., through Springfield to and including Seneca, Mo., 
hereinafter referred to as Southern Missouri, Louisiana west of the 
Mississippi River, referred to as Western Louisiana, Texas, and New 
Mexico; between all points in the aforesaid territory and Mississippi 
River crossings East St. Louis, Ill., to New Orleans and Chalmette, 
La., inclusive and from said crossings and all points in the aforesaid 
territory on the one hand, and all points in Illinois and western Classi- 
fication territory, except Washington, Oregon, California, and Nevada, 
on the other, are unreasonable and unduly prejudicial; (2) that the 
export rates on the same commodities from all points in Oklahoma, 
Texas, Arkansas, western Louisiana, and Loving, N. Mex., to Gulf 
ports New Orleans to Galveston, Tex., inclusive, are unreasonable and 
unduly prejudicial; and (3) that the intrastate rates on the same 
commodities between all points in the States of New Mexico, Texas, 
Oklahoma, Arkansas, western Louisiana, and southern Missouri are 
unduly prejudicial and unjustly discriminatory in violation of section 
13 of the interstate commerce act. The Commission is asked to pres- 
cribe reasonable and non-prejudicial interstate, export, and intra- 
state rates and minimum weights. 

The foregoing issues embrace the principal allegations in No. 
14970, and in addition the Texas complainants allege (4) that the 
rates and minimum weights on cottonseed hulls, cake and meal, 
and related vegetable-oil cakes and meals, and articles taking the 
same rates, in carloads, from Texas, Oklahoma, and Arkansas to all 
points in the States of Washington, Oregon, California, and Nevada 
are unreasonable; (5) that the interstate rates on the last-named 
commodities from Texas to all points in Illinois and in western 
classification territory, except Louisiana, Oklahoma, and Arkansas, 
are unjustly discriminatory and unduly prejudicial in that they are 
higher for like distances that the contemporaneous interstate rates 
from Oklahoma and Arkansas to the same destinations; (6) that the 
interstate rates and minimum rates on cottonseed oil and related 
vegetable oils, in carloads, from points in Texas to the same destina- 
tion territory are unreasonable and unduly prejudicial in that they 
are higher for like distances than the contemporaneous interstate 
rates from the Imperial Valley in California, to the same destinations 
and to points in Texas, Oklahoma, Arkansas, and Louisiana; and (7) 
that the rates and minimum weights on cotton seed, in carloads, from 
points in Arizona and New Mexico to points in Texas are unreason- 
able. The complaint also includes an allegation that defendants fail 
to maintain just and reasonable through routes and joint rates. The 
Commission is asked to prescribe reasonable and non-prejudicial 
through routes, joint and local rates, and minimum weights. 


In No. 15039 it is alleged that the rates and charges for the 


transportation and switching of cotton seed, in carloads, from points ° 


in Oklahoma to Sherman, Tex., have been and are unjust and un- 
reasonable. The Commission is asked to prescribe just and reason- 
able through routes and local and joint rates for the future, and_ to 
award reparation on all shipments which moved between September 
15 and December 10, 1921, inclusive, between September 3 and De- 
cember 21, 1922, inclusive and during the pendency of the complaint. 


The states, the rates of which were affected by the com- 


Tentative Reports of the Commission 
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plaints, were notified of the case. The Arkansas commission, 
however, alone took any part in it but for only part of the time. 

Rates in the southwest were first treated; Koch going 
through the history of the cases in which the Commission dealt 
with the rates on the commodities in question. From that he 
said it appeared there was uniformity in the rates on the seed 
and its products, except oil and foots and sediments, between 
points in the southwest generally east of the Kansas City 
Southern to Port Arthur, but not west thereof. Disparities as 
pronounced as those which moved the Commission to prescribe 
a uniform basis, he said, existed west of the Kansas City South- 
ern, and also on cottonseed oil and related vegetable oils east 
of that line. He said that, generally speaking, the rates east 
of the Kansas City Southern were on a lower level than west, 
but that since the Memphis-Southwestern revision the difference 
was not so great as formerly. He said that many of the rates 
on the seed and its products west of the Kansas City Southern 
and between points east and points west of that line were 
higher for shorter than for longer distances, and that frequently 
the rates varied over different routes between the same points 
for approximately the same distances, that condition having 
been brought about by the establishment of rates, at varying 
levels, by different carriers to meet the demands of commer- 
cial or carrier competition. The finding as to the rates, rec- 
ommended by Koch, is as follows: 


t 
The Commission should find that the interstate rates on cotton 
seed, cottonseed and related vegetable oils, cakes and meals, foots 
and sediments, cottonseed hulls, and inedible tallow in carloads, 
between points on Class I railroads as hereinafter defined, in Texas 
common-point territory and in the states of Oklahoma, western 
Louisiana, Arkansas, and southern Missouri, hereinafter referred to 
as the Southwest, between points in the Southwest, on the one hand, 
and Mississippi River crossings, Memphis to New Orleans, inclusive, 
on the other, and from points in the Southwest to Cairo, and Thebes, 
Iil., and Kansas City, Mo., are unduly prejudicial and preferential. 


The examiner said the defendants made little effort to dif- 
ferentiate, in transportation conditions, between the eastern 
part of the territory west of the Mississippi and the western 
part. But they urged commercial competition as a factor to 
be considered and on a consideration of that factor, he said, 
they contended for a higher level of rates in the territory 
under discussion than was allowed in the Memphis-Southwest- 
ern case. He said that commercial conditions had their place 
in a consideration of rates, but added that if the competition 
from the Mississippi Valley was to be permitted to influence 
the level of the rates in the eastern part of the territory west 
of the Mississippi, consistency demanded that consideration be 
also given to the commercial competition from the eastern sec- 
tion which the mills in the western section had to meet. He 
said the difference in the force of competition was a matter 
of degree only and was brought about, primarily, by the dif- 
ference in the levels of rates in the Mississippi Valley and the 
eastern part of the territory west of the river. 

Koch said the Commission should find that the undue preju- 
dice and preference in the interstate rates should be removed 
by the establishment of a fairly uniform basis of rates through- 
out the Southwest, between points in the Southwest and Mis- 
sissippi River crossings, Memphis and south, and from points 
in the Southwest to Cairo and Thebes, Ill, and Kansas City. 

Intrastate rates were next taken up, the Oklahoma com- 
plainants having placed in issue the intrastate rates in New 
Mexico, Texas, Oklahoma, Arkansas, Louisiana and Missouri 
to the end that uniformity might be obtained throughout the 
Southwest. He said the evidence as to rates in Louisiana and 
Arkansas was very meager. He said the interstate rates on 
class I roads from Oklahoma and Texas to points in Arkansas 
that were brought forward were only slightly higher than the 
Memphis-Southwestern scales. He said the testimony was di- 
rected mainly to the Texas and Oklahoma rates. 

Koch said the Commission should find the interstate rates 
on class I roads in Texas and Oklahoma unduly prejudicial to 
interstate shippers and unduly preferential of intrastate ship- 
pers in Texas and Oklahoma to the extent they exceeded the 
corresponding intrastate rates for like distances, on class I 
roads in Texas and Oklahoma; and that any greater disparity 
between the state and interstate rates resulted in unjust dis- 
crimination against interstate commerce between points in 
Texas and Oklahoma. He said it should further find that the 
interstate rates on seed, for distances not in excess of 350 miles, 
between points on class I roads, in Texas and Oklahoma, were 
unduly prejudicial to interstate shippers and unduly preferen- 
tial of intrastate shippers in Texas and Oklahoma, respectively, 
to the extent such rates exceeded the corresponding intrastate 
rates contemporaneously maintained on class I roads in Texas 
and Oklahoma; and that any greater difference or disparity 
between the state and interstate rates would result in unjust 









































































































































































































































































discrimination against interstate commerce between points in 
Texas and Oklahoma. 

The examiner, as before set forth, took up the reasonable- 
ness of the rates, as applied to the various commodities. He 
first took up cottonseed and related vegetable-oil cakes and 
meals, which are cattle feeds coming into competition, the ex- 
aminer said, with corn. There is a voluminous history ton- 
cerning the rates on the cakes and meals, all reviewed by the 
examiner, as well as the relative loading of the two kinds of 
feed, the earnings of the carriers, the decline of prosperity 
in the cottonseed industry, which he said was not alarming, 
before making his recommendation that maximum reasonable 
rates would be such as would result from the use of a scale 
shown in appendix 7, minimum 40,000, for application on cot- 
tonseed, copra, peanut, sesame seed, soya bean, and velvet 
bean meals and cake, in straight or mixed carloads, or mixed 
with cottonseed hulls, cottonseed hull-ashes or burrs, between 
points in the Southwest on the one hand, and Mississippi cross- 
ings, East St. Louis to New Orleans, inclusive, on the other, 
and from points in the Southwest to Kansas City on all class 
I roads. 

As to rates on seed, he said the carriers advocated the 
same rates as on meal and cake, although they said the char- 
acteristics of seed justified higher rates than on cake and meal. 
The average loading on seed, he said, was about 49,000 pounds, 
in comparison with an average loading of about 54,000 pounds 
on cake and meal. Koch recommended the use of the scale 
shown in appendix 7, with exceptions as follows: (a) Actual 
weight to govern when the car is loaded to full space capacity; 
(b) 30,000 pounds on immature cotton bolls and on cotton seed 
for planting purposes only; and (c) actual weight to govern, 
but not less than 20,000 pounds, on one remnant shipment from 
one shipper at the end of each season. 

Regarding cottonseed hulls he recommended the scale in 
appendix 7, subject to a minimum of 30,000 pounds. 

On cottonseed oil and related vegetable oils, and oil sedi- 
ments, he recommended rates made in accordance with the 
scales in appendix 7 for vegetable oils, vegetable-oil foots and 
sediments and inedible tallow, respectively, subject to the fol- 
lowing minima: 


On vegetable oils, vegetable oil foots and sediments and 
inedible tallow, in tank cars with capacity of 60,000 pounds or 
less, 98 per cent of the shell capacity of the tank; in tank cars 
with capacity of more than 60,000 pounds, 60,000 pounds; liquid, 
in barrels, drums or other packages authorized and described in 
the consolidated classification, in straight or mixed carloads, 
30,000 pounds; solidified, in bags, barrels, boxes or other pack- 
ages authorized and described in the consolidated classification, 
in straight or mixed carloads, 30,000 pounds; and provided that 
one remnant shipment of vegetable oils or vegetable oil foots 
and sediments may be shipped at the end of each season from 


each mill or refinery subject to the minimum weight of 24,000 
pounds. 


The rates under the prescribed scale on vegetable-oil foots 
and sediments and inedible tallow, Koch said, were about 75 
per cent of the corresponding rates prescribed on vegetable oils. 

Under the caption “rates to and from Texas differential 


territory and eastern New Mexico” Examiner Koch advised as 
follows: 


The Commission should find that the interstate rates on 
cottonseed and on cottonseed and related vegetable oils, foots 
and sediments, cakes and meals, cottonseed hulls and inedible 
tallow, in carloads, between points in Texas differential territory 
and New Mexico east of and not including the line of the El 
Paso & Southwestern extending from Dawson, N. M., through 
Tucumcari and Vaughn, N. M., to and including El Paso; between 
points in that territory and points in Texas common point ter- 
ritory, western Louisiana, Oklahoma, Arkansas, southern Mis- 
souri and Mississippi River crossings, Memphis and south, and 
from points in that territory to East St. Louis, Cairo, Thebes 
and Kansas City, on all class I carriers as hereinafter defined, 
are, and for the future will be, unreasonable to the extent that 
they exceed, or may exceed, the following: From. to or between 
points in said differential territory and eastern New Mexico on 
the lines of the Santa Fe, Fort Worth & Denver City, Texas & 
Pacific, Southern Pacific, International Great Northern and the 
Rock Island from Texhoma to Tucumcari, the distance scales of 
reasonable maximum rates shown in appendix No. 7, and from, 
to and between other points in said differential territory and 
eastern New Mexico rates that shall not exceed those which 
would apply under the distance scales of reasonable maximum 
rates shown in appendix No. 7 for the through distances, plus 
the differentials shown in Note 3 of appendix No. 7, to be added 
for the hauls in differential territory and eastern New Mexico, 
subject to commodity descriptions and minimum weights the 
same as those hereinbefore prescribed in connection with the 
rates on the same commodities between points in the Southwest. 


As to rates to Kansas, Missouri, Illinois, Western Trunk 
Line territory and Colorado common points, from the origin 
territory, the examiner said appendix 7 scale rates should be 
applied. In making rates to Chicago and Milwaukee, he said, 
an arbitrary of 8 cents over St. Louis should be applied; to 
Omaha and Lincoln, 6 cents over Kansas City; to Sioux City, 
9 cents over Kansas City; to Sioux Falls, 11.5 cents over, and 
to Twin Cities, 14 cents. The minima are to be the same as 
prescribed between points in the Southwest. He said that if 
need arose for additional rates the carriers should promptly 
provide them. 

Respecting rates on vegetable-oil cakes and meals and cot- 
tonseed hulls to intermountain and Pacific coast territories, 
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Examiner Koch said the carriers should apply appendix 7 rates, 
plus differentials shown in note 4 to that appendix, to be added 
to the rate for the total distance from the point of origin to 
final destination under the standard scale, the differentials to 
be determined (a) to all points in Wyoming, Montana, Idaho, 
Oregon and Washington on the basis of the distance over the 
direct line or route from Cheyenne; (b) to all points in Ari- 
zona, Utah, Nevada and California over the direct line or route 
from Denver, Pueblo, Vaughn or El Paso, whichever made the 
lowest differential; and (c) to all points in New Mexico on 
and west of the line of the El Paso & Southwestern from Daw- 
son through Tucumcari and Vaughn, to El Paso on the basis 
of the distance over the direct line or route from Dawson, 
Colfax, Tucumcari, Vaughn or El Paso, whichever made the 
lowest differential; subject to a maximum through rate on cot- 
tonseed and related vegetable-oil cakes and meals of 75 cents. 
He said the differentials contained in note 3 to appendix 7, 
prescribed for Texas differential territory and eastern New 
Mexico might be added, where applicable, to the through rates, 
determined in accordance with the suggested rules, subject to 
the 75 cents maximum. Rates to points in Colorado west of 
the common-point territory, he said, might be made on the 
present basis, subject to the reasonable maximum rate, to the 
first point in Utah as the maximum. 

Rates on cottonseed and related vegetable oils, from Texas 
to California, the examiner said, should be held unreasonable 
to the extent they exceed or may exceed 75 cents to points, 
Fresno and south, and 85 cents to points north of Fresno. That 
finding, he said, was not to be construed as approving the 
extensive groups which will be continued, in part, by this con- 
clusion, but which, upon this record, he said, could not be 
intelligently changed. 

Seed rates from New Mexico and Arizona to Texas, he said, 
should be made on the basis of appendix 7 scale, plus the dif- 
ferentials set out in note 4, determined in accordance with 
the rules proposed for making rates to inter-mountain and 
Pacific coast territories, and plus the differentials set out in 


note 3, wherever applicable, subject to a minimum of 30,000 
pounds. 


As to export rates, he suggested appendix 7 rates, provided 
that the present equalization on these commodities to the Texas 
ports for short-line distances of 200 miles or more from Gal- 
veston, and the present relationship between these rates to 
New Orleans on the one hand and Texas ports on the other, 
shall be continued in the revised rates. He said that that 
finding should be made without prejudice to any different con- 
clusions that might be reached in No. 12798, Galveston Com- 
mercial Association vs. Gulf, Colorado & Southern, and No. 
15159, Same vs. Abilene & Southern, now pending. 

Koch said that joint-line differentials should be made, which 
diminished as distance increased, up to 500 miles, in accordance 
with a scale set out in the appendix. 

Class I carriers, as the words were ysed by him, included 
all such except those which, on account of financial weakness, 
were usually granted arbitraries. Such carriers, he said, should 
be allowed the option of applying the recommended rates, or 
to make rates with arbitraries added. 

In computing distances, he said, the shortest routes via 
existing connections should be used, embracing as a maximum 
not more than three lines for hauls not exceeding 800 miles, and 
not more than four lines for longer hauls. He said the rates 
recommended for use between points in the Southwest, and 
from that territory to Western Trunk Line and Illinois ter- 
ritories were not intended for application over the lines de- 
fendant, east of the Mississippi and south of Cairo, except in 
instances where the rates or basis of rates herein prescribed 
would result in reductions in the present rates over such lines. 

Additional charges for crossing the Mississippi, he said, 
should be calculated, Memphis and south, at 2 cents per 100 
pounds to or from Memphis proper, and 20 constructive miles. 
He said that if the recommendations of the examiners in Nos. 
12478 and 12009 were adopted, and the mileage allowance were 
superseded, at crossings Vicksburg and south, by reasonable 
ferry tolls, then the finding as to bridge toll and constructive 
mileage should be modified to the extent of prescribing as 
reasonable for all crossings, Memphis and south, a uniform 
additional charge of 2 cents per 100 pounds. 


Under the caption “group vs. mileage rates,’ Examiner 
Koch discussed a grouping plan urged by Texas complainants, 
for grouping of rates on all the commodities censidered. He 
frowned upon the suggestion except as to rates on cottonseed 
cake and meal from the Southwest to Western Trunk Line, 
inter-mountain and Pacific coast territories. He said the record 
was not sufficient to warrant the adoption of any particular 
plan. He said representatives of carriers and shippers should 
get together with a view to agreeing upon a plan of grouping 
at points of origin to the territory north and west thereof for 
presentation at the argument in the case. If no plan can be 
agreed upon, he says the Commission should require the estab- 
lishment of rates shown in appendix 7 based strictly upon 
mileage. 


As to fourth section relief, he said, it should be given to 
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herein to or from Memphis, Tenn., and Mississippi River crossings 
south thereof, add 2 cents per 100 pounds for bridge toll at Memphis 
and twenty constructive miles to the actual west bank distances at 
Vicksburg, Miss., and crossings south thereof. 

Note 3. To make rates on cottonseed and related vegetable prod@-~ 
ucts, and inedible tallow, between, from and points in Texas dif- 
ferential territory and eastern New Mexica, as defined in the report, 
except on the lines of the Santa Fe, Fort Worth & Denver City, 
Texas & Pacific, Southern Pacific, International-Great Northern, and 
the Rock Island from Texhoma, Tex., to Tucumcari, N. M., add the 
following differentials, in cents per 100 pounds, for the hauls in said 
differential territory and eastern New Mexico: 





Differential Differential 
Distance Cents Distance Cents 
Zo Wiles and 18S. .....6csce0e 1 250 miles and over 200...... 5 
50 miles and over 2! 1.5 300 miles and over 250...... 5.5 
75 miles and over 2 350 miles and over 300...... 6 
100 miles and over 75...... 2.5 400 miles and over 350...... 6.5 
125 miles and over 100...... 3 450 miles and over 400...... 7 
150 miles and over 125...... 3.5 500 miles and over 450...... 4.0 
175 miles and Over 150...... 4 Over S00 WMilleS... .cccccvcccee 8 
200 miles and over 175./.... 4.5 


Note 4. To make rates on cottonseed and related vegetable oil 
cakes and meals, and on cottonseed hulls for distances not exceed- 
ing 1,200 miles, in carloads, from points in the southwest to points 
in intermountain and Pacific Coast territories as defined in the re- 
port, add the following differentials, in cents per 100 pounds, for dis- 
tances in said intermecuntain and Pacific Coast territories: 


Differential Differential 
Distance Cents Distance Cents 
25 miles and less..........-; 1 600 miles and over 500.... 13 
50 miles and over 25...... 2 700 miles and over 600.... 14 
75 miles and over 50...... 3 800 miles and over 700.... 15 
100 miles and over 75...... + 900 miles and over 800.... 16 
150 miles and over 100...... 5 1000 miles and over 900.... 17 
200 miles and over 150...... 6 1100 miles and over i000.... 18 
300 miles and over 200...... 8 1200 miles and over 1100.... 19 
400 miles and over 300...... 10 COVER TICG WAGE cc cccicscece 20 
500 miles and Over 400...... 12 





REPARATION ON BOXES 


An award of reparation has been recommended by Exam- 
iner Burton Fuller in a tentative report on No. 15327, J. D. Good- 
pasture vs. Nashville, Chattanooga & St. Louis et al., on a pro- 
posed finding that charges collected on a shipment of corrugated 
boxes, knocked down, from Nashville, Tenn., to Houston, Tex., 
were unreasonable to the extent they exceeded those which 
would have accrued on the basis of the actual weight of the 
shipment. The shipment moved in two 36-foot cars, the first 
containing 27,700 pounds and the second 20,100 pounds. Charges 
were collected at the applicable rate of 69.5 cents, based on the 
applicable minimum of 40,000 pounds on the first car and on 
the actual weight on the second car under the two-for-one rule, 
the examiner said. Complainant ordered a 50-foot car, but the 
two 36-foot cars were furnished, he said, adding that the entire 
shipment could have been loaded in a 50-foot car. 

The examiner said the first car was loaded to full visible 
capacity; that the ordinary loading of this commodity in a 36-foot 
car was about 12 tons. The minimum under the classification 
is 24,000 pounds, subject to rule 34, he said, and that under the 
so-called carrier’s convenience rule charges would have been 
collected on the shipment based on its actual weight. The 
minimum, however, he said, was not sought by complainant, and 
the convenience rule applied only on transcontinental traffic and 
between points in western territory. Under the circumstances, 
he said, no relief for the future could be granted. 


CAR DISTRIBUTION CASE 


Examiners John T. Money and David T. Copenhafer have 
recommended the dismissal of No. 15164, Winding Gulf Colliery 
Company vs. Virginian Railway Company, on a finding that the 
allegations of the complainant that the defendant, in the period 
from August 1, 1922, to February 28, 1923, failed and neglected 
to apply just and reasonable ratings to the coal mines served by 
it and to distribute cars among the mines so as to give the com- 
plainant’s mine its just, reasonable and proper share of cars 
available for coal loading, resulting in undue prejudice and dis- 
advantage, in violation of sections 1 and 3 of the interstate com- 
merce act, had not been sustained. 

The examiners said it was the position of the complainant 
that the reports of other mines on which ratings were based were 
erroneous and that the defendant, in accepting them at the face 
value, the same as was done with its reports, permitted the 
ratings to become inflated to such an extent that it neglected its 
duty, under paragraph 12 of section 1, of maintaining just and 
reasonable ratings in periods of car shortage. They said the 
complaint failed to show any instance where the reports were 
in error. They said it admitted that the rating of its mine was 
in excess of its capacity to produce coal but claimed that the 
ratings of competing mines were inflated to a much greater 
extent with consequent damage to it because its pro rata share 


of the available cars on the basis of the ratings was thereby 
reduced. 


RATES ON CREAM, ETC. 


Examiner R. L. Shanafelt has recommended dismissal of 
the complaint in No. 15495, Chapin-Sacks Corporation vs. Penn- 
sylvania, on a proposed finding that the rates charged on ship- 
ments of cream and condensed milk, in cans, moving in less 
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than carloads from Taneytown, Md., to Hanover, Pa., and thence 
in carloads to Washington, D. C., Woodstock, Va., Charlotte, 
N. C., and Jacksonville, Fla., were applicable and not unreason- 
able. The case was presented under the shortened procedure. 
The shipments moved in the period between April 4, 1921, and 
April 7, 1922. Reparation was asked. 

Reviewing the facts in the case, the examiner said the 
Hanover Creamery Company, operating milk receiving stations 
and creameries at Taneytown and Hanover, was the consignor 
of the shipments. A refrigerator car was partially loaded at 
Taneytown and moved thence to Hanover under a bill of lading 
naming the creamery company as consignor and consignee. 
At Hanover loading of the car was completed to meet the min- 
imum requirements under the carload rates and the combined 
shipments moved to final destination under a new bill of lading 
naming the creamery company as consignor and complainant as 
consignee. A less-than-carload rate from Taneytown to Hanover 
plus the carload rates on the combined shipments from that 
point to destinations were charged. Complainant contended 
that the contemporaneous carload rates from Taneytown to the 


final destinations were applicable, and asked reparation to that 
basis. 


Examiner Shanafelt said the pertinent provisions of the 
rule in the governing tariff were as follows: 


Carload rates are applicable to shipments made by one shipper 
in one day to one consignee and destination * * * . Where more 
than one receiving station is operated by the same shipper and ship- 
ments are consigned to one consignee and destination, and on the 
route of the same train, the carload rate, subject to the proper mini- 
mum and provisions of this rule, will apply. 


Continuing, the examiner said: 


Since different consignees were shown in the bills of lading, 
namely, the creamery company at Hanover and complainant at the 
final destinations, the carload rates sought were not applicable un- 
der a literal interpretation of the rule. But complainant contends 
that it is susceptible of liberal interpretation; in other words, that 
there was only one shipper and one consignee within the intent of 
the rule because complainant operated the creamery company, a 
separate corporation, through ownership of 66 2-3 per cent of the 
capital stock thereof, primarily for the purpose of supplying the 
requirements of its Washington and other plants. 

Complainant’s contention can not be sustained. The Commission 
has uniformly held that tariffs must be construed strictly according 
to their language, and the intention of the framers is not controlling. 
The rule in question is not asailed, and in the absence of a showing 
that it was unreasonable or otherwise unlawful the Commission may 
not waive its observance. Furthermore, complainant could have so 
billed the shipments that the carload rates would have been appli- 
cable, as it has done since April 7, 1922, under the same rule. Com- 
plainant introduced no evidence to support its allegation of unrea- 
sonableness. The Commission should find that the rates charged 
were _ and not unreasonable. The complaint should be dis- 
missed. 





WHEAT RATES REASONABLE 


Dismissal of the complaint in No. 15617, J. W. Craig Grain 
Company et al. vs. Galveston, Harrisburg & San Antonio et al., 
has been recommended by Examiner F. L. Sharp on a proposed 
finding that rates charged on four carloads of wheat from points 
in Oklahoma to Wichita, Kans., there stored in transit and later 
shipped to Galveston, Tex., for export, were not unreasonable. 
The case was presented under the shortened procedure. 

Complainants, dealers in wheat at Wichita, alleged that the 
rates charged were unreasonable, unduly preferential and preju- 
dicial, and in excess of the established rate in violation of sec- 
tion 6 of the act. Reparation and relief from payment of certain 
unpaid charges were sought. 

One of the shipments originated at Avard, Okla., one at 
Lucien and Carleton, Okla., and two at Carrier, Okla., stations 
on the Frisco. The examiner said charges purporting to be on 
the basis of the combination of the local rates from points of 
origin to Wichita, i. e., 25.5 cents from Carrier; 26.5 cents from 
Lucien and Carleton, and 27 cents from Avard, and the export 
rate of 50.5 cents from Wichita to Galveston, were assessed. He 
said there were apparently slight errors in the computations. 

The alleged violation of section 6 was based on complain- 
ants’ interpretation of an item of the tariff governing transit 
privileges but the examiner said it was clear that the tariff did 
not provide for transit at Wichita on grain from and to the 


points named and that accordingly there was no violation of 
section 6. 


In the absence of a transit arrangement, the examiner said, 
the shipments to and from Wichita were in effect entirely inde 
pendent. He said the local rates from origin points to Wichita 
were not shown to be unreasonable in themselves and that the 
reasonableness of the rate from Wichita to Galveston was not 
questioned on the record. To grant reparation under the cir- 
cumstances, he said, would be, as stated in Burritt Company 
vs. C. P. Ry. Co. et al., 45 I. C. C., 195, “tantamount to sanction- 
ing the retroactive application of a transit arrangement” which, 
as stated in that case, the Commission had repeatedly refused 
to do, unless to remove an unlawful discrimination. Evidence 


of undue preference and prejudice was practically limited to 
statements that complainants were in competition with dealers 
at Kansas City, the examiner said, adding that the Commission 
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should find that the rates charged were not shown to have been 
unreasonable or otherwise in violation of the interstate com- 
merce act. 


SILICA SAND RATE CASE 


Upon rehearing, Attorney-Examiner William A. Disque, in 
a proposed report on No. 14055, Charles Boldt Glass Company 
vs. C. B. & Q. et al., and also I. & S. No. 2114, Silica Sand 
from points in Illinois and Iowa to Cincinnati, has recommended 
that the Commission find not unreasonable rates on silica sand 
from Ottawa, Ill., to Carrel Street Station, Cincinnati, in con- 
nection with Pennsylvania lines, and dismiss the complaint in 
No. 14055. In I. & S. No. 2114, he recommended that the 
orders of suspension be vacated and the proceeding discon- 
tinued. 

In the original report in No. 14055, 85 I. C. C. 412, the 
Commission found that rates per net ton on silica sand, in 
carloads, from Ottawa, Ill., to Carrel Street Station, Cincinnati, 
were unreasonable to the extent that they exceeded $2.78 prior 
to July 1, 1922, and $2.50 thereafter, these rates representing 
reductions from $3.22 and $2.90, respectively, Mr. Disque said. 
Prior to the effective date of the order requiring the establish- 
ment of the $2.50 rate for the future, defendants asked a re- 
hearing, taking the position that the examiner’s report, which 
proposed a dismissal of the complaint, was sound, and the case 
was reopened, the attorney-examiner said. The order requiring 
the $2.50 rate for the future, however, was left outstanding and 
has been complied with, he added. Reparation was awarded in 
the original decision but has not yet been paid, according to 
the report. 


Mr. Disque said the only carrier east of the Illinois-Indiana 
state line named as a defendant was the Pennsylvania, and that 
the $2.50 rate was required only in connection with that line 
However, he continued, the tariff agent, in publishing the rate, 
did not restrict its application and it became effective from the 
entire producing district in the vicinity of Ottawa in connection 
with the C. C. C. & St. L.,, and the B. & O., as well as the 
Pennsylvania. The C. C. C. & St. L, and the B. & O., did not 
desire to participate in the reduced rate and at their direction 
the tariff publishing agent promptly filed schedules to restrict 
its application to the route in connection with the Pennsylvania 
and leave the former rate of $2.90 to apply via the other lines. 
Upon protest of complainant and the Marion Steam Shovel 
Company of Marion, O., the operation of the schedules was 
suspended until September 12, 1924. At the hearing respondents 
agreed to hold them under suspension until both cases could be 
decided, the records being consolidated. 


Mr. Disque said shippers and carriers were agreed that 
a common rate should apply via all the routes from the pro- 
ducing points in question, not only to Carrel Street Station, 
but to the entire Cincinnati district. He set forth in the re- 
port tables comparing rates from Ottawa to Cincinnati with 
rates from other silica sand producing points to consuming 
points in central territory, submitted by the shippers; com- 
paring the present and proposed rates with some rates, said to 
be representative, in western territory, where rates are nor- 
mally higher than in the territory east of the Mississippi river; 
comparing rates on glass sand from Ottawa to Cincinnati with 
rates applicable on moulding sand from Patoka, Ind., to various 
destinations, and a statement of average earnings per car on 
silica sand from Ottawa to Cincinnati showing on various com- 
modities from Chicago to Cincinnati the weight per car which 
would be necessary to equal the per-car earnings on sand. 


The carriers referred to the history of the rates in question 
in Boldt Co. vs. C. R. I. & P. Ry. Co., 33 I. C. C. 8, in which 
the Commission in 1915 prescribed on rehearing a rate of $1.80 
as a reasonable maximum on silica sand from Ottawa to Cin- 
cinnati. With the general increases of 1917 and 1918 this 
rate became $2.30, and in Silica Sand Producers’ Asso. vs. 
Director-General, 58 I. C. C. 549, August 4, 1920, it was found 
not unreasonable, Mr. Disque said. Following the general 
increases of August 26, 1920, this rate became $3.22, and 
following the general reductions of July 1, 1922, it became 
$2.90. These were the rates that were found unreasonable in 
the previous reports, Mr. Disque said, adding that the carriers’ 
contention that the finding was unjustified was based in part 
on the two prevous decisions fixing and approving the rates on 
which the condemned rates were built. 

The attorney-examiner said the previous report showed 
a comparison of the car-mile earnings on the traffic in question 
with the lower earnings on higher valued articles from and 
to the same points on which class rates applied. Upon rehear- 
ing the carriers offered some evidence to establish the impro- 
priety of reducing rates on such a showing, contending that 
there was nothing unsual about car-mile earnings on low grade 
traffic exceeding those on high grade traffic. 

Mr. Disque said carriers received their principal revente 
from heavy low grade freight yielding high per-car earnings, 
and that if the rates on such traffic were to be generally reduced 
so that the car-mile earnings would more nearly approximate 
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those on high grade commodities such as bottles, metal window 
screens, trunks, auto trucks, passenger trucks and cash regis- 
ters, which were referred to by complainant, increases of extra- 
ordinary proportions would be necessary in the rates on those 
commodities. In conclusion, Mr. Disque said: 


_, The carriers offered evidence to the effect that the traffic in 
silica sand from the producing territory in question is measurably 
increasing year by year and from this they draw the conclusion that 
there is a free and untrammeled movement and that the traffic can 
reasonably bear the rates complained of. 

The rates prescribed for the future in the previous report are 
but little over 50 per cent of the sixth-class rates, whereas the usual 
basis of silica sand rates from the Ottawa district to central terri- 
tory apparently approximates, on the average, about 61 per cent of 
the sixth-class rates. It is therefore clear that the rates prescribed 
are substantially out of line. Moreover, the rate from Ottawa to 
Cincinnati is more or less of a key rate and the reduction required 
therein jeopardizes the whole fabric of silica sand rates in official 
classification territory. Already the carriers have had a number of 
requests for reductions based on the rate to Cincinnati. The silica 
sand movement is very heavy and a general reduction in rates 
means a serious reduction in railroad revenues. In large part the 
general level of the eastbound rates from the Ottawa district has 
been fixed or has received approval in previous cases. Boldt Co. vs. 
Cc. R. I. & P. Ry. Co., supra; Silica Sand Producers’ Asso. vs. Direc- 
tor General, supra; Rock Products Traffic League vs. C. B. & Q. R. 
R. Co., 62 I. C. C. 105; Silica Sand Producers’ Asso. vs. C. C. C. & 
St. L. Ry. Co., 69 I. C. C. 359; and Silica Sand Producers’ Asso. vs. 
Cc. B. & Q. R. R. Co, 73 I. C. C. 588. In the second from the last 
case the $3.22 rate to Cincinnati in effect prior to the reduction of 
ed 1, 1922, was approved as a factor in the through rate to Erwin, 

enn. 

The records in these cases establish that the rates assailed in 
the complaint case are not unjust or unreasonable and that the in- 
creased rate in the suspension case is justified. The outstanding 
order in the complaint case should be vacated and the complaint 
dismissed. The order of suspension jn the other case should be 
vacated and the proceeding discontinued. 


UNIFORM BRICK LIST CASE 


In a proposed report on No. 15061, Western Brick Company 
et al. vs. New York Central et al., Examiner C. I. Kephart 
has recommended that the Commission find rates on articles in 
the uniform brick list, in carloads, from Danville, Ill., to points 
in Wisconsin, Michigan, Minnesota and North Dakota, unduly 
prejudicial, that non-prejudicial relation with competitive ship- 
ping points be prescribed for the future and that reparation be 
denied because the record afforded inadequate proof of damage 
to sustain an award of reparation under the allegtion of undue 
prejudice or preference. 

Complainant alleged that competitors at Chicago, Streator, 
Decatur, Springfield and Galesburg, Ill., were preferred by the 
existing rate relationship. Manufacturers of brick and other 
clay products at Ottawa and Streator, and the Springfiéld and 
Indiana State Chambers of Commerce intervened in the interest 
of a fair adjustment. The Wabash and Illinois Central, which 
serve a number of producing points referred to but which were 
not made defendants, also intervened. 

In National Paving Brick Mfrs. Asso. vs. A. & V. Ry. Co. 
68 I. C. C. 213, decided April 4, 1922, the examiner said, the 
Commission specified articles that should comprise the so- 
called uniform brick list; that common brick was included for 
hauls in excess of 150 miles only; for shorter hauls rates 80 
per cent of those contemporaneously applicable on the other 
articles in the list were named for this grade. He said rates 
on the uniform list of $1.75 from Danville, Ill., and Attica, Ind., 
to Chicago and points taking the Chicago rate and $2.15 from 
same origins to Milwaukee, Wis., were also established, with 
specified differentials over or under from numerous other In- 
diana and Illinois brick producing points. He said these points 
included substantially all the points of origin involved in the 
instant case. 

The examiner said the complainants sought approximately 
the 1911 adjustment which was said to have been satisfactory. 
He said in the brick case cited the Commission found that 
inasmuch as the 1911 adjustment had been established by the 
carriers after an exhaustive rate check and consideration of 
the competition between the various producing points, substan- 
tially the same relationship should be restored and maintained 
as far as practicable without unduly affecting the revenues of 
the carriers. Hence, he said, that decision would have some in- 
ee on the matter under review. Continuing, the examiner 
said: 


The Commission further found that for long-haul traffic of this 
class Danville should be included in a so-called Wabash Valley group, 
comprising such other points as Attica, Veedersburg, Crawfordsville, 
Cayuga, Hillsdale, Clinton, Terre Haute and Brazil, Ind. Prior 
thereto Danville took rates northward slightly lower than the Indiana 
points. It was on the same basis as St. Louis, Mo. Complainants 
have been and still are opposed to the grouping of Danville with the 
Indiana points. The Indiana State Chamber of Commerce, on the 
other hand, asks that the group be continued intact. Defendants 
assert that a better adjustment would result from the application 
of different rates from the extreme points, Danville and Attica on the 
north and Terre Haute and Brazil on the south. The group as at 
present constituted is 71 miles long between Attica and Center Point, 
Ind., and 48 miles wide between Danville and Crawfordsville, with 
an average distance from the enitre group to Chicago to approxi- 
mately 158 miles. Danville and Attica are not grouped with Terre 
Haute and Brazil on southbound traffic, but take rates 15 cents higher. 

While all the so-called Wabash Valley points might well take 
the same rates on long-haul traffic eastbound and westbound, for 
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northbound and southbound movements they should be divided into 
two sub-groups, one embracing all points north of the Cincinnati, 
Indianapolis & Western Railroad and the other including all points 
on the south of that line. The findings in the National Paving Brick 
case should be modified accordingly. The average distances of these 
proposed sub-groups to Chicago are approximately 132 miles and 172 
miles, respectively. They will here be designated as Northern and 
Southern Wabash Valley groups. 

Defendants suggest that the rates from some of the points of 
origin to eastern Wisconsin might well differ from those to western 
Wisconsin. They also favor some difference in relationship of rates 
from the various producing points to the two districts. It is their 
view that eastern Wisconsin should be defined as the territory north 
of Milwaukee and east of the lines of the Illinois Central to Madi- 
son, Chicago, Milwaukee & St. Paul to Portage, Minneapolis, St. Paul 
& Sault Ste. Marie to Junction City, and the Milwaukce thence north 
to the Wisconsin-Michigan state line. That part of northern Michi- 
gan east of an imaginary line extended thence to Lake Superior 
should be included. The remaining destination territory here con- 
sidered would then lie on and west of those roads and include the 
Twin Cities and points related thereto. The St. Paul, Minn., rates 
would necessarily apply as maxima on the Soo line. This plan seems 
desirable on the record and is adopted herein. 


The examiner said the rates alleged by complainants to 
be preferential of their Illinois competitors were maintained 
by the Burlington and Illinois Central from such points as 
Decatur, Springfield, Peoria, Galesburg and Gilchrist. He said 
the other carriers admitted the existence of a maladjustment 
but contended that it should be corrected by increasing the 
rates from the Burlington and Illinois Central points and not by 
reductions from other points. Complainants made comparisons 
with contemporaneous rates from Danville to trunk line and 
central territories and with rates prescribed in the National 
Paving Brick case. The examiner said particular emphasis 
was laid upon the greater increases over the 1911 rates from 
Danville to northern points than from competitive northern 
and central Illinois producing points. These increases from 
Danville, as disclosed by a table of rates, have been 90 cents 
to Green Bay; $1 to St. Paul; $1.05 to Winona and $1.10 to 
Duluth, against 40, 40, 90, and 50 cents, respectively, from 
Springfield, for example, the examiner said, although the dis- 
tances from Danville and Springfield are approximately the 
same. The table disclosed that in 1911 Danville took the same 
rates than other points, the examiner said, adding that the rates 
were lower than the rates from central Illinois and Indiana 
points named. He said the respective distances would indicate 
that this was justified in some instances but not in others, 
and that it was apparent that the 1911 relationship should not 
be restored in its entirety. 

The examiner said the assertion that Danville was more 
closely related geographically or commercially to other pro- 
ducing points in the so-called Wabash valley group, particularly 
those east of the Wabash river, than Decatur and Springfield, 
and perhaps other Illinois producing points, was not borne out 
by the record. His conclusions follow: 


The Commission should find that the relationship of the_rates 
maintained on the uniform brick list from the several producing 
points in question to the destination territory before defined is, and 
for the future will be, unduly prejudicial and preferential to the ex- 
tent that the difference or spread in the rates differs from that pro- 
vided below. But this finding should be without prejudice to the 
findings that may be in Docket No. 11672. Mason City Brick 
& Tile Co. vs. Director General, 77 I. C. C. 22, and Docket No. 12708, 
Ballou Brick Co. vs. A. T. & S. F. Ry. Co., 77 I. C. C. 4, which have 
been reopened and reheard together and are now awaiting recon- 
sideration. oe 

To Eastern Wisconsin and Northern Michigan 
Cents over 

From Chicago 
Ottawa, La Salle, Streator .........scecccscccsccssecccveccees 20 
Northern Wabash Valley Group, Peoria, Galesburg, Gilchrist. 35 
Southern Wabash Valley Group, Decatur, Springfield........ 50 

To Western Wisconsin and Related Territory 
Ottawa, La Salle, Streator, Peoria, Galesburg, Gilchrist...... 0 


I I, oh a inerdb ew edle Pile e eee Ode WO ee Ordimea mometees 20 
Northern Wabash Valley Group ..........cscccccccccccseeces 35 
DOUCET WARREN VEST GLOED « occcccccvceccesteevevceccses 50 





RATE ON CEMENT 


Examiner Myron Witters has recommended dismissal of the 
complaint in No. 15558, Dixie Portland Cement Company vs 
Nashville, Chattanooga & St. Louis et al., on a proposed finding. 
that the applicable combination rate of 24 cents, charged on 
three carloads of cement from Richard City, Tenn., to Normal 
Tenn., was not unreasonable. The case was presented under 
the shortened procedure. The shipments moved via an inter- 
state route. The examiner said the rate assailed was in vio- 
lation of the long-and-short-haul clause. 


MORE OHIO TIME 


Examiner John T. Money, in a proposed report on No. 
10122, which if adopted, will be the thirteenth supplemental 
report in the Standard Time Zone Investigation, has recom- 
mended the modification of previous orders defining the limits 
of the eastern and central time zones so as to include the 
cities of Circleville, Chillicothe and Portsmouth, O., and a part 
of the state south of Columbus within the first or eastern zone. 
The report was made upon the petition of the Marysville, 


chambers of commerce of Findlay ~and Kenton, O., and the 
Kiwanis Club of Kenton. 
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Circleville, Chillicothe, Portsmouth, and points on the Nor- 
folk & Western south of Columbus appeared at the hearing on 
the petition of Marysville, Kenton and Findlay asking to have 
the orders amended so as to include them in the eastern zone, 
The Commission acceded to the request of the more northern 
towns and now Money has recommended that Circleville, Chilli- 
cothe, Portsmouth and the points on the Norfolk & Western 
be given like treatment. Farmers and garage owners opposed 
the application but Money said the test imposed by the law 
was the “convenience of commerce and the existing junction and 
division points of common carriers.” 


REPARATION ON CANTALOUPES 


An award of reparation has been recommended by Exam- 
iner E. L. Gaddes in a tentative report on No. 15754, Jos. Gentile 
Company vs. American Railway Express Company, on a finding 
that a rate of $4.28 per 100 pounds charged on three carloads 
of cantaloupes from Turlock, Calif., to New York and Boston, 
was unreasonable, discriminatory and unduly prejudicial, and 
for the future will be unreasonable, discriminatory and unduly 
prejudicial, to the extent that it exceeded and exceeds the con- 
temporaneously applicable rates on cantaloupes and melons 
from Brawley, Calif. Complainant attacked the rate because it 
exceeded rates of $3.50 and $3.93 from more distant localities 
to New York and Boston, respectively. These rates applied 
from Brawley, Calif., and other points in the Imperial Valley in 
southern California. Turlock is in central California. The ex- 
aminer said the shipments from southern California moved 
over Southern Pacific lines via El Paso while the Turlock ship- 
ments moved via Sacramento, Ogden, Omaha and Chicago, and 
that there was, therefore, no violation of the fourth section as 
was allaged by complainant. 


UNREASONABLE RATE ON TOILET PAPER 


Examiner Morris H. Konigsberg has recommended an award 
of reparation in a tentative report on No. 15765, Hale-Halsell 
Company vs. Kansas, Oklahoma & Gulf et al., on a proposed 
finding that the applicable fifth-class, rate of 94 cents, minimum 
38,880 pounds, charged on one carload of toilet paper from 
Green Bay, Wis., to Muskogee, Okla., was unreasonable to the 
extent that it exceeded 76 cents, a subsequently established 
rate in accord with an order entered in Minnesota & Ontario 
Paper Co. vs. N. P. Ry. Co. 66 I. C. C. 571. Defendants opposed 
reparation to the basis of the 76 cent rate but the examiner 
said reparation had been awarded in instances where rates 


were voluntarily readjusted pursuant to the order in the case 
cited. 


PIG IRON REPARATION 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner W. M. Cheseldine in No. 
15503, Kelly & Jones Company vs. Pennsylvania, as to rates 
charged on pig iron, from Youngstown, Leetonia and Warren, 
O., in 1922 and 1923, to Huff, Pa. The applicable rates of $2.24 
prior to July 1, 1922, and $2.02 thereafter were assessed. The 
complainant alleged the rates were unjust and unreasonable 
in the past, present and future to the extent they exceeded, exceed 
or might exceed $1.96 prior to and $1.76 per ton after July 1, 
1922. The examiner agreed with that contention and the rail- 
road said it would establish the $1.76 rate for the future. The 
suggested rates were those in effect at Avonmore, Donora, 
Vandergrift, and other points in Pennsylvania in the vicinity 
of Huff, for hauls the same or greater than to Huff. 

The award of reparation was made to the complainant only. 
The examiner said the Elliott Company and the Pittsburgh 
Engineering Co. intervened, asking for the same relief as the 
complainant as to rates for the future. Their petition, Chesel- 
dine said, did not contain a prayer for reparation. 


TRACTOR COMPLAINT DISMISSED 


Examiner John T. Money has recommended the dismissal 
of No. 15525, Wagner Motor Company vs. Michigan Central et al,. 
on a finding that the rates on tractors, from Detroit to Mason 
City, Ia., is not unreasonable, unjustly discriminatory, unduly 
prejudicial, or in violation of the fourth section, as alleged in 
the complaint. Shipments on which reparation was sought 
were made in July and September, 1923. The allegation about 
the fourth section, the examiner said, was based upon the as- 
sumption that a rate of 52 cents applied over a route through 
Mason City, on which the shipments had moved, but the ex- 
aminer said it did not so apply. 


SCRAP BRASS AND COPPER RATES 


Examiner Burton Fuller has recommended the dismissal of 
No. 15632, B. Lissberger & Company vs. New York, New Haven 
& Hartford on a finding that the applicable fifth class rates on 
brass and copper, scrap, from New York to destinations in 
New England, on the New Haven are not unreasonable or unduly 
prejudicial, The complainant referred to lower commodity rates, 
distance considered, from Pittsburgh to New England points, 
rates from Montana to New York and rates on brass and bronze 
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finished articles on a lower bases. The examiner said the rates 
from New England, on finished brass and copper articles, were 
made low to enable the New England manufacturers to com- 
pete with manufacturers in Rome, N. Y., and that the metals 
moved in much greater volume on the rates cited for compari- 
son than on the scrap rates from New York to New England 
points. 


REPARATION ON CABBAGE 


A finding of unreasonableness and reparation to the basis 
of subsequently established rates have been recommended by 
Examiner R. L. Shanafelt, in No. 15182, A. T. Harmon vs. Atchi- 
son, Topeka & Santa Fe et al., as to rates and charges on cab- 
page, in carloads, from Kent and O’Brien, Wash., and Trout- 
dale, Ore., to Denver, Wichita, Wellington, Oklahoma City, Kan- 
sas City, Peoria and Herrin. In November, 1922, specific com- 
modity rates were established of $1.06 to Denver and $1.10 
to the other destinations. Shanafelt said reparation should be 
given to the basis of those rates. 


MISROUTING REPARATION 


An award of reparation has been recommended by Examiner 
Cc. I. Kephart, in No. 15653, Charles McClintick, trading as Mc- 
Clintick & Company vs. Pere Marquette, on account of the mis- 
routing of a carload of potatoes, by the agent of the Pere 
Marquette. The car was shipped from Sears, Mich., to Norton, 
Va., in November, 1921. A rate of $1 was imposed. It was 
the applicable rate over the route of movement. 

The Pere Marquette agent made out the bill of lading, at 
the request of the agent of the shipper and noted the route as 
‘N, & W.” The wavy bill, however, routed the shipment via 
Cumberland Gap, a higher rated route. The shipper averred 
that he had never heard of the Cumberland Gap route and that 
he instructed the making of the bill over the Norfolk & West- 
ern route. In view of the irreconcilable conflict in the testi- 
mony, the examiner said, the bill of lading would have to 
control, and the agent of the Pere Marquette held to have mis- 
routed the shipment. The examiner said the Commission should 
award reparation amounting to $110.25. 


RATES ON CREAM 


Examiner J. P. McGrath has recommended an award of rep: 
aration in a tentative report on No. 15170, Fairmont Creamery 
Creamery vs. American Railway Express Company, on a finding 
that rates on cream, in ten-gallon cans, shipped by express from 
Albion and Dallas Center, Ia., to Omaha, Neb., were unreason- 
able to the extent that they exceeded 59 cents from Dallas Cen- 
ter and 65 cents from Albion. Charges were collected on the 
basis of the second-class express rates of $1.30 from Dallas 
Center and $1.77 from Albion. Effective January 1, 1922, defend- 
ant established commodity distance rates plus a transfer charge 
of 6 cents on cream to Omaha of 59 cents from Dallas Center 
and $65 cents from Albion, the examiner said. The shipments 
moved in August and September, 1921. 


CHARGES FOR FOREIGN CARS 


Dismissal of the complaint in No. 15420, Virginia Blue Ridge 
Railway vs. Southern, has been recommended by Examiner Bur- 
ton Fuller on a finding that charges for the use and detention of 
foreign cars on complainant’s line under the per diem code and 
car service rules of the American Railway Association, are not 
unreasonable. He said the record afforded no ground for con- 
demning the per diem arrangement as applied to complainant 
or for substituting any other basis in lieu thereof. 


DEMURRAGE NOT UNREASONABLE 


Examiner F. L. Sharp has recommended dismissal of the com- 
Dlaint in No. 14991, General Motors Corporation vs. Director 
General, as agent, and New York Central, on a finding that de- 
murrage charges collected for the detention at Detroit, Mich., 
of 175 cars of sand and gravel, in November and December, 
1919, and January, 1920, were not shown to have been unreason- 
able. The examiner based his conclusion on a finding that 
complainant “did not use the effort contemplated by the rule to 
release these cars, and that any one of the cars might have 
been unloaded in much less than forty-eight hours.” The ship- 
ments arrived in a solidly frozen condition. Defendants, the 
examiner said, declined to allow additional free time for unload- 
ing because complainant failed to comply literally with the pro- 
Vision of the rule requiring service of a written statement of 
the frozen condition upon carrier’s agent within the prescribed 
free time. The examiner, however, said it was unnecessary to 
Dass on that point because of the other aspects of the case. He 
said complainant had no facilities for thawing, but that on ar- 
Tlval of the first of the shipments, thawing facilities were ar- 
Tanged for by complainant. He indicated this work should have 

een done before arrival of the shipments. 
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SUSPENDED TARIFFS 


In I. and S. No. 2207, the Commission has suspended from 
August 5 until December 3, the operation of certain schedules 
as published in the following tariffs: 

Detroit & Western Ry., I. C. C. No. 13; Detroit & Toledo 
Shore Line R. R., Supplement No. 8 to I. C. ©. No. 808; Grand 
Trunk Ry. System, Supplement No. 17 to I. C. C. No. A-2185; 
Pere Marquette Ry., Supplement No. 12 to I. C. GC. No. 4445: 
Pennsylvania R.-R., I. C. C. No. F1801; Wabash Ry., Supplement 
No. 7 to I. C. C. No. 5667. 

The suspended schedules propose to increase all switching 
charges at Detroit, Mich., to the same level as now maintained 
by the Michigan Central Railroad. 

The following is illustrative: 


Rates in Dollars and Cents Per Car. 


; Present. Proposed. 
Private or 
Switching at Industrial Team 
Detroit, Mich. Tracks. Tracks. 

DUCPRCCTIIE ais dis eisireewles yard bierw ens $6.30 $9.50 $16.00 
DOCU oie v5 ie eR eewars egw wets 6.30 9.50 12.00 

to to 

8.10 11.50 


In I. and S. No. 2208, the Commission has suspended fram 
August 5 until December ), the operation of certain schedules 
as published in Supplements Nos. 2, 3 and 4 to Agent F. L. 
Speiden’s Tariff I. C. C. No. 796. 

The suspended schedules propose to increase the rates on 
cement, carloads, from various Ohio and Mississippi river cross- 
ings and points taking same rates to Knoxville, Tenn., 1 cent 
per 100 pounds. 

Present and proposed rates from representative origin 
points are as follows: 


To Knoxville, Tenn. 


From Present Proposed 
Cr. “SRG: 5c ese rene hous, onan ewannwesens 15 16 
NIN, 5 sao 3 nets wns wis Acorn ce\ions: 4 tera Oreie etbraroae aL Oecaren 18 19 
Bi: IN EIN cs oie... cciei'as gtusw Teicre eisiausioio ener bios Si gualoe tw hare 25 26 
RINE MMIII ©5155 5:6's.celere lou aracellonvs «racer war inimele me acewainlake 16 17 


In I. and S. No. 2209, the Commission has suspended from 
August 5 until December 3, the operation of certain schedules 
as published in Agent R. H. Countiss’ Tariff I. C. C. No. 1136 
and Supplement No. 2 thereto. 

The suspended schedules propose to establish joint through 
rates on cedar lumber and shingles, carloads, from North Pacific 
Coast group points to southern destinations, which are generally 
higher than existing combination rates. 

The following is illustrative: 


From Seattle, Wash. Present Proposed 
To Combination Through Rate 
Pe aia Sick a Waeee ae loe ee 108.5 113 
PRCT T ID, o oie: 6 whe: o cig winrsinin wie weerainiese 102 106.5 
CHatéanoewse,. TOM... .oi00 oc ce ccccescevicesie-s 102 106.5 
I RN gc hinwin eae eteiesere @atereeieonere 112 116 
WECHIGIGN.. “TRIBE. oioic cin wep weiewiewsic beicieweeines 101 105 


In I. and S. No. 2203, the Commission has suspended from 
August 1, and later dates, until November 29, schedules in 
various tariffs issued by Cottrell, Glenn, Hawkes, Speiden and 
Van Ummersen. The suspended schedules propose to increase 
the carload minimum weight on cotton sweepings, motes, card 
stripping and cotton clippings, from, to and between points in 
southern territory, on both export and domestic traffic, from 
15,000 pounds to 20,000 pounds. 

In I. and S. No. 2202, the Commission has suspended from 
August 1 until November 29, schedules in supplements Nos. 16 
and 15 to the Michigan Central I. C. C. Nos. 5489 and 5490, 
respectively. The suspended schedules propose to cancel the 
application of lumber rates on door and window casings, knocked 
down, with pulleys or other hardware, and to apply increased 
class rates. The following examples show the effect of this 
proposal: From Bay City, Mich. 


A, B, 
To Present Proposed 
I I 56:5 Sarees Nala etic eae obs siwiemrebinie pen 12% 21 
a aD ee eees rem een) Pores 19% 2814 
PPRCUR,. Behe soe Fors a inic wines ereiwvinie oie ois sleenrs 22% 33 


A—Present commodity rates applicable on lumber and articles 
taking lumber rates, including window and door casings, K. D., 
with or without pulleys. 

B—Proposed Fifth Class rates on window and door casings, 
K. D., with pulleys. 


In I. and S. No. 2200, the Commission has suspended from 
August 1 until November 29 schedules in Kansas City South- 
ern I. C. GC. No. 4352. The suspended schedules propose to 
increase generally all charges for switching at Kansas City, 
Mo., and related points on the Kansa8S City Southern. For 
example, the increase in reciprocal switching charges would 
range from $1.95 to $2.05 per car and the cross-town switching 
charges from $1.15 to $1.70 per car. 

In I. and S. No. 2201, the Commission has suspended from 
August 1 until November 29 schedules in supplement No. 20 
to Wilson’s I. C. C. No. A-94. The suspended schedules pro- 
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pose to restrict the application of rule 77 shown in connection 
with class and commodity rates from eastern points to western 
trunk line points, to apply only at unnamed points of origin, 
while the present rule applies at both points of origin and 
points of destination. 

In I. and S. No. 2206, the Commission has suspended from 
August 24 until December 22, schedules in supplement No. 8 to 
the Atchison, Topeka and Santa Fe Railway tariff I. C. C. No. 
9633. The suspended schedules propose to restrict the use of 
the so-called combination rule on forest products and other 
commodities, carloads, to apply only where all schedules used 
in constructing through combination rates provide for the use 
of that rule. 

In I. and S. No. 2204, the Commission has suspended from 
August 4, until December 2, schedules in supplements Nos. 3 
and 4 to Central of Georgia Railway I. C. C. No. 2486. The sus- 
pended schedules propose to cancel joint through commodity 
rates on peaches, carloads, from stations in Alabama, Georgia 
and Tennessee on the Central of Georgia Railway and its con- 
necting lines to New England, Trunk Line and Canadian points 
in connection with the Southern Railway via Virginia and 
Maryland gateways and apply combination rates in lieu thereof. 

In I. and S. No. 2210, the Commission has suspended from 
August 8 until December 6, the operation of certain schedules 
as published in Agent E. B. Boyd’s tariff I. C. C. No. A-1498. The 
suspended schedules propose to cancel commodity rates on 
oyster, clam and mussel shells, carloads, from upper Missis- 
sippi River group points to Denver, Colo., and other Colorado 
common points and apply class rates in lieu thereof. 

The following is illustrative of proposed increases: 


From Muscatine, Iowa 


To Present Proposed 
NN I Sk hak sso. aceldiin wl wi 9 em IN gh weg AP Mgurere 49 55 
Se I, CO coc dis concciewe dew seinicienye eer 49 55 


The Southeastern Live Stock Association has been per- 
mitted to intervene in ‘No. 15686, American National Live Stock 
Association et al. vs. Santa Fe et al. 

The Rossville Company has been authorized to intervene 
in No. 15998, U. S. Industrial Alcohol Co. vs. C. & N. W. Ry. 

The Certain-teed Products Corporation has been permitted 
to intervene in No. 16058, the Colorado Paper Company et al. 
vs. Santa Fe et al. 

The Commission’s order in No. 14159, Helena Traffic 
Bureau et al. vs. Mo. Pac. R. R. et al., has been modified so as 
to permit the carriers to establish the rates prescribed upon 
five days’ notice. 

The Texas Industrial Traffic League has been permitted to 
intervene in No. 15882, Marshall Mill & Elevator Company, Inc., 
vs. K. C. S. Ry. et al. 

The International Paper Company, Great Northern Paper 
Company and the St. Croix Paper Company have been authorized 
to intervene in No. 15916, The Spanish River Pulp & Paper Com- 
pany et al. vs. Ahnapee & Western Ry. et al. 

The Commission has reopened the proceeding for further 
hearing and postponed the effective date of its order in No. 
14323, Cities of Marshall and Jefferson, Tex., et al. vs. Texas & 
Pacific Ry. et al., in so far as it relates to rates on sugar, car- 
loads, from New Orleans, La., and points taking New Orleans 
rates, to Marshall and Jefferson, Tex. 

The Ford Roofing Products Company has been permitted to 
intervene in No. 15886, The Barrett Company vs. Santa Fe et al., 
and in No. 15886, Sub. No. 1, The Philip Carey Company et al. 
vs. A. G. S. R. R. et al. 

The Commission has further modified its order in No. 14533, 
Traffic Bureau of the Sioux City Chamber of Commerce et al. 
vs. B. & O. R. R. et al., by changing the provision for notice 
by filing and posting from thirty days to ten days. 

The Commission’s order in No. 12253, the Goodwin Pre- 
serving Company, Inc., vs. Louisville Bridge & Terminal Ry. 
et al., has been modified so as to permit the establishment of 
the rates prescribed on August 20, upon five days’ notice. 

The Commission has also modified its order in No. 14071, 
the Ohio Farm Bureau Federation vs. A. & W. Ry. et al., so 
as to permit the defendants to establish rates in compliance 
therewith upon five days’ notice by filing and posting. 

The Commission has denied the petitions of the Illinois Coal 
Traffic Bureau and Wisconsin Traffic Association in so far only 
as they request postponement of the effective date of the 
orders in Nos. 14476, Northwestern Coal Dock Operators’ Assn. 
vs. C. & A. R. R. et al., and 14477, C. Reiss Coal Company et 
al. vs. A. & W. Ry. et al., further hearing having been granted. 

The time fixed in the Commissiodn’s certificate in Finance 
No. 2495, construction of line by Kansas City Southern Railway, 
within which the construction should be completed has been 
further extended to September 30, 1925. 

The-Commission has modified its order in No. 14540, Pacific 
Guano & Fertilizer Company vs. Southern Pacific et al., so 
as to permit the defendants to establish the rates prescribed 
upon one day’s notice by filing and posting. 

The Illinois Coal Traffic Bureau has been authorized to in- 
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tervene in No. 15939, Public Utilities Commission of Kansas ys, 
Santa Fe et al. 

The Indiana Bituminous Coal Operators’ Association ana 
the Illinois Coal Traffic Bureau have each been permitted to 
intervene in No. 16048, the Iliff-Bruff Chemical Company et a], 
vs. C. & E. I. Ry. et al. 

The Commission has reopened the proceedings in Finance 
No. 606, Guaranty settlement with Mammoth Cave Railroad, and 
has assigned the case for further hearing. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation of the property of the Louisiana 
Southern Railway Company of June 30, 1918, the Commission 
has found a final value of $800,000 on the owned, but not used 
property of the carrier which is leased to the New Orleans, 
Texas & Mexico Railway Company. On date of vaiuation the 
carrier had outstanding $1,000,000 in common stock and $1,000, 
000 in funded debt. Its investment in road and equipment, in- 
cluding land, on date of valuation, was stated in its books as 
$1,108,831. Cost of reproduction new, and cost of reproduction 
less depreciation was found to be $901,047 and $643,294, re- 
spectively. The report said the Louisiana Southern used to 
common carrier property. 

In a tentative valuation report covering the property of the 
Richmond, Fredericksburg & Potomac Railroad Company, as 
of June 30, 1916, the Commission has found final values as fol- 
lows: Wholly owned and used property, $11,189,700; used but 
not owned, $195,000; total used, $11,384,700. 

On date of valuation the carrier had outstanding a total 
par value of $8,597,400 in stocks and long-term debt, of which 
$3,600,100 represented dividend obligations, $500,400 guaranteed 
stock, $1,316,900 common stock, and $3,180,000 funded debt. 

Investment in road and equipment, including land, on date 
of valuation, was stated in the carrier’s books as $8,920,658.39. 

The Commission found cost of reproduction new of total 
owned property to be $10,387,153, and of total used property, 
$10,538,170. Cost of reproduction less depreciation of total 
owned property was found to be $8,340,177, and of total used 
property, $8,455,944. 


UNCONTESTED FINANCE CASES 


The St. Louis Southwestern has been authorized to pro- 
cure authentication and delivery to it of $1,460,000 of first 
mortgage bonds. 

The Virginian Railway Company has been authorized to 
procure the authentication and delivery of $3,133,000 of first- 
mortgage 50-year bonds and to sell $10,000,000 of that class of 
bonds at not less than 93 per cent of par and accrued interest. 

The Virginian Terminal Railway Company has been author- 
ized to issue $1,109,000 of first mortgage 5 per cent 50-year 
bonds to be delivered to the Virginian Railway Company in re- 
imbursement of advances made to the terminal company. The 
Virginian was authorized to guarantee the bonds and also to 
procure authentication and delivery of $1,109,000 of first mort- 
gage 50-year bonds. 


The International-Great Northern has been authorized to 
pledge not exceeding $600,000 of first mortgage 30-year 6 per 
cent gold bonds as security for a supersedeas bond in the case 
of the Texas Company vs. International-Great Northern, pend- 
ing in the district court of Travis county, Texas, or with the 
Texas Company direct in lieu of such bond. On July 5 the 
court entered judgment against the railroad company in favor 
of the Texas Company in the sum of $381,654.34. The applicant 
said that an appeal would be taken and that to protect the 
appeal it was necessary to give a supersedeas bond. The ap- 
plication did not reveal the details of the suit. 


FINANCE APPLICATIONS 

The Delaware & Hudson has applied to the Commission for 
authority to issue $4,600,000 of first and refunding 4 per cent 
mortgage gold bonds to provide for the discharge or refunding 
of existing obligations and for reimbursement for moneys ex- 
pended from income or from other moneys in the treasury. The 
applicant said the issue was not intended to be sold at the 
present time, the present condition of the bond market being not 
advantageous for a sale. It proposes to pledge the bonds as a 
part of collateral security for payment of short-term loans. | 

The Chicago Great Western has applied to the Commission 
for authority to issue nominally $2,000,000 of first mortgage 
bonds in reimbursement of money expended from income or 
from other moneys in the treasury, for the period August 1, 
1921, to September 30, 1922, not yet capitalized. The applicant 
said it was not proposed to sell the bonds at this time but that 
they would be held in its treasury subject to further order of 
the Commission as to sale thereof. 


TENTATIVE VALUATIONS PROTESTED 


Formal protests against the tentative valuation reports is- 
sued by the Commission in the cases of the Lehigh & New 
England and the Vandalia railroad companies have been filed 
by the companies. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Charter Party Containing 
Against Owner: 


(Circuit Court of Appeals, Fifth Circuit.) A charter party 
containing inconsistent provisions, one that the cargo shall be 
loaded into the vessel, and the other that it shall be received 
and delivered alongside within reach of the ship’s tackles, will 
be construed against the owner, and the latter provision will 
govern.—Bahamas-Cuban Co., Inc., vs. Southern Export Co., 298 
Fed. Rep. 596. 


Charterer Liable for Demurrage, Where Delay Is Caused by 
Character of Cargo: 


If the cause of delay, beyond the charter time, in loading 
a cargo of lumber, was the character of the cargo, the charterer 
is liable for demurrage.—Ibid. 

Owner Not Entitled to Demurrage, Where Ship Is Incapable of 

Receiving Cargo at Charter Rate: 

If a ship is incapable of receiving cargo at the rate pro- 
vided in the charter party without working overtime, the owner 
is not entitled to demurrage for the delay, but should have 
employed additional men to assist in loading.—Ibid. 


Inconsistent Provisions Construed 








Important Announcement!! 


A Practical Resident Training in 


Traffic Management 


Now offered by mail 


Others talk practical training—We have it. Write 
for new catalogue describing our unique method 


College of Advanced Traffic 


608 South Dearborn Street, CHICAGO 














POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 








POSITION WANTED—Freight rate clerk, familiar with rates in 
all territories; filing and adjustment claims, routing and tracing ship- 
ments, ete. Audit bureau experience, best references. Salary sec- 


ondary. Address Box 689, care Traffic World, 418 South Market Street, 
Chicago, Ill. 





CLAIMS ADJUSTER—Experienced 
claims against carriers. Man with experience with chain store or- 
ganization preferred. In your reply give complete information relative 
to your experience and state your age, education, religion and pres- 
ent salary. Excellent opportunity for promotion. Position in New 
York City. Address Box 693, care Traffic World, 51 East 42nd Street, 
New York City, N. 


in handling and adjusting 


TRAFFIC MAN—and experienced claim investigator, principle 
duty prosecuting claims against transportation companies. Must be 
familiar with carriers’ liability. In your reply state your age, edu- 
cation, religion, your present salary and give complete details relative 
to your experience. Excellent opportunity in large rapidly growing 
company. Position in New York City: Address Box 691, care Traffic 
World, 51 East 42nd St., New York City, N. Y 
ee 





POSITION WANTED—Young married man now employed desires 
connection as traffic manager or assistant, some industry or chamber 
of commerce. Six years’ industrial experience. Capable of organizing 
traffic department. Address, Box 685, care Traffic World, Chicago, Ill. 
SE ee 


_ POSITION WANTED—Traffic Manager or Assistant, 7 years 
taillroad—5 years industrial. "Well versed in routes, rates, claims. 
Prefer CF'A territory. Married. Age 35. Graduate of I. C. S. Ad- 
dress “E, N. H,” care Traffic World, Chicago, Ill. 
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‘Time Charterer Held Chargeable with Hire During Negotiation 


for Modification of Charter: 

(District Court, S. D., New York.) A time charterer, which, 
during the charter period, desiring to use the vessel for a voyage 
prohibited without the owner’s consent, negotiated for such con- 
sent, meantime holding the vessel for such voyage, held not 
entitled to deduct from the charterer hire for the time so lost.— 
New York & Cuba Mail S. S. Co. vs. Salvesen. Salvesen vs. 
New York & Cuba Mail S. S. Co., 298 Fed. Rep. 625. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Federal Transportation Act Held Not to Supplant State Law 
as to Jurisdiction: 

(Supreme Court of Ohio.) The provisions of the federal 
transportation act of 1920 (U. S. Comp. St. Ann. Supp. 1923, 
sec. 10071%4cc), section 206, do not operate to supplant or sus- 
pend the provisions of section 11273, General Code, as to juris- 
diction.—Jamieson vs. Davis, Agent, 144 N. E. Rep. 291. 
Wrongful Detention of Personal by Director-General Held “In- 

jury” to Property Within Venue Statute: 

The wrongful detention of personal property by a railroad 
company, or by the Director-General of the United States oper- 
ating such railroad company under federal control, is an “injury” 
to property within the contemplation of section 11273, General 
Code.— Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Prima Facie Case Against Carrier for Loss of Goods, Stated: 

(Court of Civil Appeals of Texas, San Antonio.) Proof of 
delivery and passage of possession of goods to the carrier and 
no delivery in accordance with bill of lading makes prima facie 
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case of negligence.—Bergman Produce Co. vs. American Ry. Ex- 

press Co., 262 S. W. Rep. 891. 

Lack of Casual Relation Between Negligence and Loss of Goods 
Held to Preclude Judgment for Shipper: 

In suit for damage to shipment, jury findings that unprece- 
dented storm proximately caused the loss and damage, that 
defendant was negligent, but that the negligence did not proxi- 
mately cause the loss, precluded judgment for plaintiff shipper, 
except for amount admitted due.—Ibid. 

Loss by Fire Not Act of God: 

Loss of goods by fire is not a common-law exception to car- 
rier’s liability for damage to goods, as being an act of God which 
absolutely relieves carrier in the absence of the carrier proxi- 
mately causing or contributing to the loss.—Ibid. 

Carrier’s Proof of Damage by Act of God Shifted Burden of 
Proving Negligence to Plaintiff Shipper: 

Carrier’s proof that an act of God, an unprecedented storm, 
caused the damage to plaintiff’s goods, met the plaintiff’s prima 
facie case, and shifted to shipper the burden of showing that 
carrier could have reasonably foreseen and anticipated such a 
storm and prevented its consequences by the exercise of ordi- 
nary care.—Ibid. J 
Invited Error Not Ground for Reversal: 

Error, invited by appellant, is not ground for consideration 
or reversal.—Ibid. 

Definition of “Proximate Cause” Held Proper: 

Court’s definition of ‘proximate cause” as moving and effi- 
cient cause, requiripg that the act or omission be, while not the 
only or sole cause, at least a direct and concurring cause and 
one but for which the result would not have occurred, held 
proper.—Ibid. 

Negligent Delay Not Proximate Cause of Loss by Casualty Con- 
stituting an Act of God: 

Negligent delay cannot be regarded as proximate cause of 
loss by a casualty constituting, in itself, an act of God, such 
as an unprecedented flood, though had there been no delay there 
would have been no damage.—Ibid. 

Evidence Held to Show that Parties Intended that Carrier Should 
Be Responsible for Cotton, and that Delivery Was Intended: 
(Commission of Appeals of Texas, Section B.) Evidence 

held to show that when carrier issued bills of lading for cotton 

parties intended that carrier should stand responsible therefor, 

and that delivery to carrier was intended.—Texarkana & F. S. 

Ry. Co. vs. Brass, 262 S. W. Rep. 737. 


Effect of Statute on Bill of Lading as Proof of Delivery Stated: 

Rev. St., art. 713, does not render a bill of lading conclu- 
sive proof of delivery, as it only applies “where common carriers 
receive goods for transportation,” and receipt in bill has only 
prima facie effect; but, as long as delivery is not rebutted, the 
signing of bill of lading containing such receipt is the com- 
mencement of the trip.—lIbid. 


JUDICIAL TARIFF INTERPRETATION 


Judge Hickenlooper of the federal court for the southern 
district of Ohio, in an opinion on No. 3273, Baltimore & Ohio 
vs. the Cincinnati Grain & Hay Company, has handed down an 
interpretation of the meaning of rules carried in diversion and 
reconsignment tariffs, pertaining to the holding of grain and 
seeds for inspection and their subsequent disposition, which is 
expected to receive much attention. The case came about 
when the defendant, which had received hay on the plug track 
of the Cincinnati Hay &-Grain Exchange, refused to pay charges 
_assessed by the Baltimore & Ohio, which uses the exchanges’ 

“plug track, although it is a track of the Panhandle railroad. 
The case was submitted on an agreed statement of fact. The 
judge considered it his work merely to interpret the tariff and 
allow the lawyers to figure out, after applying the principles 
laid down by him, the amount, if any, due the railroad company. 

One inierence drawn from what the judge said was that 
it was improper for a railroad to assess a charge for hold- 
ing a car for inspection and disposition, and in addition, to 
make a regulur reconsigning charge, 

The parties agreed that it was necessary, that under any 
one of national, state, or board of trade requirements grain 
and seeds must be inspected before delivery. Rule 15 (b) B. & 
O. Tariff H-507-C (having in mind the necessity of inspection 
before delivery) provides that: “Carload shipments of grain 
or seed will be placed on ‘hold tracks of the carriers for the 
purpose of inspection’-and held on such tracks or other tracks 
for disposition orders,”-or words to that*effect. If disposition 
is furnished within free time no charge will he made for this 
Vlaciug-*ox-inspection and holding-for-disposition service, but if 
after free time has expired, $3 per car charge would be assessed, 
in addition to the rates. 

The court held that this situation was analogous to many 
others where the other reconsigning rules apply, and where 
the charge is not made when reconsignment is made within 
free time, and assessed if disposition is made after expiration 
of this period, and stated with respect to the charge made on 
cars thus held, inspected and finally disposed of after expira- 
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tion of free time: “The charge is distinctly a diversion or recon. 
signment charge,” it said. 

Rule 15 (b) in addition to providing for the charge on 
grain and seeds held for inspection beyond the free time al. 
lowance, also provides that hay, as to which ne compulsory 
inspection is provided, would be subject to the same charge as 
on grain and seeds held for compulsory inspection. Note 1 of 
this rule, says the inspection of hay, will be that which “may 
be necessary or desired.” Note 2 of this rule provides, that 
these provisions outlined would also apply on hay placed on 
the plug track of the Panhandle road. Rule 18 of the tariff 
provides that with respect to cars billed direct to public team 
tracks, elevators, mills, or “other industries” within the billed 
destination, and when such cars are there inspected and de- 
livered, the provisions of Rule 15, including the $3 charge, 
will not obtain. 

The paragraph next preceding contains the point of conflict 
which carried the Cincinnati Exchange customer into court. 
Note 2 provides that the Rule 15-B provisions would also apply 
to hay placed on the plug track, but Rule 18 provides that the 
provisions of Rule 15-B, would not obtain on hay consigned to 
private industries. The court, upon the agreed statement of 
facts submitted by the parties, held the plug track to be an 
“industrial” track, a so-called “private industry” track, as dis- 
tinguished from public delivery tracks, so there was presented 
the anomaly of Note 2 providing for a $3 charge per car when 
hay was held overtime, when such hay was consigned to the 
plug track and Rule 18 saying no charge would be made if hay 
was consigned to industrial tracks, and with the court holding 
the plug track to be an industrial track, the apparent conflict 
became complete. How the court reached its conclusion that 
the plug track is an industrial track is not disclosed, yet it 
would seem that that point is the crux of the issue in determin- 
ing whether or not cars placed on that track would or would 
not be subject to the $3 charge. The court says “that as to 
ears delivered to the plug track and subsequently forwarded 
to points either within or beyond the switching limits of Cin- 
cinnati, Note 2 will apply,” meaning that the $3 charge would 
obtain if cars were held overtime before forwarding,.and it here 
made no distinction between cars handled for account of the 
exchange, and any cars which might be handled by the carrier 
for hay shippers other than the exchange It further stated 
that as to cars placed on the plug track, there inspected and 
delivery taken, no $3 charge will obtain. 

It considers the plug track a private track, so far as con- 
cerns cars finding final delivery thereupon, and a “hold track 
of the carrier” with respect to cars which are reconsigned to 
other points for final delivery, but holds that Rule 18 relieves 
the shipper from paying any reconsigning charges other than 
the $3 charged for the “holding” service. This case seems to 
make it clear that it is improper to assess a charge for hold- 
ing for inspection and disposition, and in addition to make a 
regular reconsigning charge. 


HOUSTON SWITCHING SERVICE 


The Port Terminal Railroad Association has been formed 
at Houston, Texas, to provide unified, impartial, and economical 
switching service by a neutral and independent organization 
to serve publicly owned wharves, docks, elevators, and other 
water-front facilities adjacent to or on either side of the Houston 
Ship Channel, between Turning Basin and Lynchburg. The 
association consists of the Navigation and Canal Commissioners, 
the Southern Pacific, the International-Great Nortehrn, the Gulf 
Coast lines, the Trinity & Brazos Valley, the San Antonio & 
Aransas Pass, the M. K. T., and the Sugar Land Railway. 

The new organization will perform the same switching 
service for all privately owned water-front facilities that it will 
for those owned publicly, but will not serve any water-front 
now owned by one of the railroads party to the organization 
although the association reserves the right to extend the service 
to the prohibited parties should they, at their own expense 
construct spur tracks to the tracks of the Navigation District 
included in the agreed plan of operation. 

The management of the organization is vested in a board 
of control consisting of one representative from each of the 
railroads and one from the Canal Commissioners, each of whom 
have one vote on all questions. 

Under the contract of organization, the association will pay 
the Navigation District 671% cents for every loaded car moved 
over the tracks of the district, except those in intra-city move- 
ment, for which the Port Terminal Railroad association will 
pay 371% cents. Nothing will be paid for empties and for cars 
loaded with material for maintenance of the track in the dis 
trict. The association, however, will have to maintain the 
tracks and property turned over to it by the Navigation District, 
at its own expense, although the agreement in this respect does 
not apply to track substructures, wharves, or warehouses. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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CANADIAN BOND ISSUES 


The Trafic World Ottawa Bureau 


In order to provide the necessary funds for the National 
Railways in 1924 two bond issues were floated on the New York 
market this week and, in both cases, the prices received marked 
a new high level for Canadian government securities since the 
war. For the first time in several years the interest rate de- 
manded dropped below 5 per cent. 

The first issue to be sold was a $20,000,000 three year gold 
bond investment. It was put on the market by Dillon, Read, 
and Company, of New York, and was bought up by 2 o’clock on 
the day of its opening. The same day the second issue was put 
on the market. This was for $9,000,000 and was issued under 
the same terms as the first. As with the larger one, the Ameri- 
can investors had subscribed all the money required before the 
day was over. The smaller issue will be used to meet payments 
due on equipment loans, and the larger will be required for 
purposes of general finance. 

The first issue bore 4 per cent interest and was sold to yield 
440. The equipment issue consisted of 4.5 per cent bonds and 
was sold to yield 4.90. These figures cover all the flotation 
costs. 

On the Canadian side of the international boundary the 
issues are being taken by financial houses as an indication of 
the attitude of American bankers toward Canadian securities. 
This is the first financing done in the American market by the 
Canadian National Railways since 1922, when $11,000,000 of 
three year 5 per cent bonds were offered. Last year an issue 
of $22,000,000 was sold in Canada and a loan of $50,000,000 in 
February of this year, likewise, was floated in the Dominion. 


MANITOBA WINS 


The Tratic World Ottawa Bureau 


The province of Manitoba won the first skirmish in the 
freight rate battle over the old Canadian Northern-Manitoba 
agreement in the Supreme Court of Canada this week when 
Mr. Justice Anglin, after hearing argument, decided that the 
western province’s case was a live one and should be heard at 
the autumn sessions of the court. 

The justice did not set a definite date for the hearing, but, 
after ruling that the action was in order, he decided that he 
would hear further argument October 3 to decide when the case 
would be brought before the fail court. 

The agreement was entered into in 1900 by the Manitoba 
government and the Canadian Northern Railway. In return for 
a guaranty of bonds made by the province, the railway agreed 
to a minimum price on freight between the head of the Great 
Lakes and points in Manitoba. This minimum is considerably 
lower than that provided in the Crow’s Nest Pass freight rate 
agreement and, if ruled effective by the Supreme Court, would 
be another blow to both railway companies in Canada. 

The agreement will expire, however, in six years and, in 
this respect, is different from the Crow’s Nest Pass agreement, 
which was not limited in time. 

In the years that have elapsed since the Northern agreement 
was first signed, the railway has ceased to exist as such and 
has become a part of the Canadian National system. The rates 
provided were in effect until the mid-war period, when the agree- 
ment was set aside by the Board of Railway Commissioners for 
Canada. At the same time, the board ruled that the Crow’s 
Nest Pass agreement—an agreement between the federal gov- 
ernment and the railways—could not be set aside in the same 
manner. This decision by the board was the cause of the origi- 
nal litigation. The Manitoba government at once entered an 
appeal from the decision to the Supreme Court and this was 
in process of being decided when the federal Parliament set 
aside all such agreements by statute. This statute, after being 
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Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.=—C. W. C.—Minn. W. A. 





AKRON | COLUMBUS 


STATES 
ERCHANDISE 





MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse. Pool car distribution—stere deer delivery. 


YheitLle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
| MANSFIELD 
Serving New York 


MANSFIELD, OHIO 
and Pennsylvania From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Cor ’n, ELMIRA, N. Y. 
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TOLEDO 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 


TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
i EXPERT WAREHOUSE SERVICE 
*Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


ALBANY, N. Y. 





Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 
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renewed from year to year, was allowed to lapse this July and 
the Manitoba government took steps to revive the appeal. 

When Mr. Justice Anglin agreed to hear the preliminary 
arguments, he found the railways with a strong array of counsel 
present to delay the case. It was not disputed by the railways 
that, when the case was dropped , an agreement had been made 
to permit the action to be revived on two months’ notice, tat 
any future time. The railways, however, argued that this meant 
actual court time and must be counted from the day on which 
the Supreme Court opened the autumn sessions. This, of course, 
would have meant that the case could not come up at the 
autumn session. Mr. Justice Anglin, however, overruled this 
argument as well as a secondary objection by the railways 
that they desired more time to prepare their case. 

Finally, he ruled that the action should be revived in time 
to be set down on the agenda for the fall session and, accord- 
ingly, this litigation should be decided before the snow flies. 


Car loadings in Canada for the week ended July 26 were 
less than those of the previous week by 1,947 cars. In the 
western division grain loading fell off 911 cars, while there was 
an increase of 278 cars in the east. Coal loading in the eastern 
division was up 184 cars, pulpwood 137 cars, pulp and paper 
87 cars, while merchandise fell off 193 cars, the total decline 
in the east being 915 cars and in the west 1,032 cars. Compared 
with the corresponding week in 1923, car loadings were less 








by 1,670 cars. : 
CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS. 
Total for Canada. 
For the Week Ended 
July July July 
12, 19, — 
Commodity. Cars Cars ars 
Grain and grain products..........seesseees 5,839 4,944 4,311 
EE NE nn nonce cat cee ete ee eae eee 2,053 1,974 2,112 
Ne alan Sige e Gas lash Gee or CE Te eR Cen 5,029 4,798 5,022 
PO ee ee ere ee 278 204 176 
NN IE, COC CC CE ET Oe ee 3,864 4,059 3,547 
SE ere eee CCE TET Cee oe, 2,007 1,871 2,059 
Oe PPT ee eee ee 1,790 Pane ee 
Oth TORGRE MPOEGORS . 6c 006k css cwsed ees wees 2,503 : ; 
— : pint Mé ki Fae i Re ae a ee ea eee Pe Teg ea oa on’ans sane 
PR Ba WE, Bas, 6 d.0:0 sce ce Rane oe Sp eg cols 16, ’ . 
Miscelikneous Sen ok eae ie ee err ES ea. 12,576 — 12,807 12,004 
oo ee ee, ee ee 53,450 51,643 49,696 
Total cars received from connections........ 25,241 27,561 31,317 
Total cars loaded for corresponding week 
DE. code pecka Gea eee dca Oca R aa eee ede wee aa 51,997 51,077 51,366 
Cumulative loading to date—1924.........cccceceeececes 1,604,966 
SE rspecenorpacerar ate men: ar 1,490,027 


Eastern Canada. Western Canada. 
-—_—_—_——-For the Week Ended 


July July July July July July 
12, 19, 26, 12, 19, 26, 

Commodity. Cars Cars. Cars. Cars. Cars. Cars, 
Grain and grain prod- 

NS oo SS Sula tigen oleeee 1,997 2,275 3,826 2,947 2,036 
2S aa 1,137 989 1,016 916 985 1,096 
CS Sieiecdér cbkerae nia 4,361 4,099 4,283 668 699 739 
RI as ikon aera screw eces 27 202 173 Sales 2 3 
cine w erage o eke e 2,874 2,931 2,688 990 1,128 859 
ee 1,820 1,772 1,909 187 99 150 
Pulp and paper........ 1,722 1,571 1,658 68 110 107 
Other forest products... 1,264 1,292 1,167 1,239 1,114 1,032 
NE ESR Reg se 97 1,025 948 471 458 53 
Merchandise, L. C. L..12,213 11,492 11,299 3,857 3,924 8,717 
Miscellaneous ........ 9,746 10,060 9,099 2,830 2,747 2,905 

Total cars loaded.38,398 37,430 36,515 15,052 14,213 13,181 
Total cars received 

from connections...23,430 25,445 25,273 1,811 2,116 6,044 
Total cars loaded for 

corresponding week 

ED ict ak each ahee abe 39,032 37,367 37,464 12,965 13,710 13,902 







CROWS NEST AGREEMENT 
The Trafic World Offaw 


Both sides in the Crow’s Nest Pass agreement rate 
are preparing their cases for presentation before the board of 
railway commissioners when the special sessien is called in 
September. The actual date for the meeting has not been fixed 
as yet but Commissioner Carvell has stated that it will not be 
before the first of next month. 

Sir Henry Thornton, president of the National Railways, 
speaking at Vancouver, forecast some of the consequences that 
might ensue if the rates set up by the Crow’s Nest Pass agree- 
ment were made general. “If the restoration of the Crow’s Nest 
agreement means a new and lower scale of freight rates through- 
out Canada, then I say that the position of the two great rail- 
roads will be serious,” he said. 

However, neither side contends that the present state of 
affairs can be permanent. When the agreement came back into 
force this month the railways put only the rates set up in the 
agreement into force on the Canadian Pacific that were in exist- 
ence when the agreement was signed in 1897. Of course, the 
National Railways had to reduce their rates to meet competi- 
tion. The result has been wholesale discrimination as between 
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manufacturing centers in eastern Canada and consumers in the 
west, and between producers in both east and west. Manufac- 
turers and producers on railways built after 1897 found they 
were denied the reduction and were being discriminated against. 
Manufacturers and fruit producers along lines constructed be- 
fore 1897 found that they had an advantage over their competi- 
tors amounting sometimes to as high as 25 per cent of the 
freight charges. 


WINNIPEG ROAD IN DANGER 
The Trafic Worid Ottawa Bureau 


Unless the federal government of Canada comes to the aid 
of the city of Winnipeg, the municipal owned read running 
from the city southeast toward the Ontario boundary may be 
scrapped. 

Last week the city made a final effort to obtain assistance 
from the Manitoba government, advancing the argument that 
there had been quite a settlement along the railway and that 
these settlers would be placed in a very difficult situation if 
the railway service was discontinued. The provincial govern- 
ment declined to come to the rescue and has suggested that the 
city approach the federal government for relief. 

The railway is close to a hundred miles in extent and was 
constructed in order to facilitate the building of an aqueduct to 
carry water from Shoal Lake, Manitoba, to the capital of that 
province. 

It is understood that representations to the federal govern- 
ment will be made in the course of the next few weeks. The 
suggestion would be to incorporate this line in the National 
Railways system. 


MARINE INSURANCE ADJUSTMENT 


Considerable dissatisfaction is being expressed by Canadian 
shipping industries with the adjustment in marine insurance on 
the St. Lawrence, reported in last week’s Traffic World. 

Thomas Robb, manager of the Shipping Federation of Can- 
ada, has issued the following statement dealing with the bene- 
fits that will accrue to Canadian ports as a reSult of the change: 


The 
in 1899 


The concession granted does not amount to a great deal. 
original British North American warranty made effective 
prohibited vessels trading to British North America (except for 
purposes of coaling) between April 1 and September 1 except upon 
payment of additional premium, and after September 1 and before 
April 1, a further additional premium was exacted. Sometime later 
the dates were changed from September 1 to October 1 and now there 
is to be a further change from October 1 to October 31. 


In the same period, it may be stated, the date for the open- 
ing of the summer rate has been advanced from April 1 to May 
1 and now tg Magy 15. 


ANADIAN BOARD HEARIN 


Next week the Board of Railway CommiSsionérs will leave 
the capital for a tour in the Maritime provinces. 'The first hear- 
ing to take place at Summerside, Prince Edward Island, Au- 
gust 13, and from there the Commission will go to Quebec, 
where a session will be held August 18. There .re to be further 
sittings before the Commission returns to Ottawa and it is not 
expected that it will be back and ready for other business un- 
til September 1. 





RATE OF EXCHANGE 


The rate quoted by the Bank of Montreal in Montreal for 
New York funds is one-quarter of 1 per cent for the period 
August 1 to 14, inclusive. There will be no surcharge on either 
freight or passenger: business in this period. 


ERIE CHICAGO RIVER SERVICE 


The Erie will celebrate the doubling of its Chicago River 
water-borne freight service August 12. The road has bought 
two new car floats at a cost of $100,000 and they will be in- 
stalled on that day. A number of guests have been invited to 
take the inaugural trip aboard the floats, leaving the Erie fioat 
bridge, at 18th Street, at 1 p. m., and traveling to the Erie’s 
river freight station at Webster Avenue and Erie Street, and 
thence to the North Pier Terminal Company’s warehouse, which 
the new car ferries will serve. Luncheon will be served aboard 
and there will be music. Mayor William E. Dever will speak. 


SHORT LINE CONTROL CASE 


A board of referees composed of D. W. Knowlton, G. M. 
Curtis and D. T. Copenhaver, appointed by the Commission, has 
found that the La Salle and Bureau County Railroad Company, 
of Illinois, was under federal control and that it is entitled to 
$3,661.08 as just compensation for the use of its property from 
January 1, 1918, to June 24, 1918, inclusive, the period the ref- 
erees found the road was under federal control. The referees 
also found that the carrier was entitled to $2,098.65 as just 
compensation for failure to return the property in as good con- 
dition as it was when it was taken over. 
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Houston Cotton Exports Increase 
2116 percent in Four Years 


During 1923, 1,004,680 bales of Cotton were exported 
direct from Houston, an increase of 2116 percent over 
1919, when 45,341 bales were shipped from the Port. 
The exports of other industries show a like increase due 
largely to the constant improvement of the Port and its 
facilities and the steady influx of capital anxious to be 
identified with the prosperity of Houston. 


THE DISTRIBUTING AND EXPORT CENTER OF THE SOUTHWEST 


Be sure and send for the ‘‘Port Houston’ book. It contains information and statistics of value to every business man. Address 


DIRECTOR OF THE PORT, 5TH FLOOR, COUNTY COURT HOUSE, HOUSTON, TEXAS 


PORT OF HOUSTON 


‘‘Where Seventeen Railroads Meet the Sea’’ 





Port Houston’s Shipside Warehouse 


Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., Ine., HOUSTON, TEXAS 
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PORT DIFFERENTIAL INQUIRY 
The Trafic World Washington Bufiyu 


The Shipping Board August 5 adopted a resolution order- 
ing a general port differential investigation as the result of 
the filing of complaints by Charleston and Jacksonville attack- 
ing the ocean rate differentials applied to those ports, by the 
port of Norfolk attacking the practice of maintaining parity 
rates on certain commodities from Atlantic and Gulf ports, and 
the filing of intervening petitions by various ports in these 
cases. All steamship lines operating between Atlantic and Gulf 
ports and United Kingdom and European ports were made 
respondents. The complaints will be consolidated in the pro- 
ceeding. Hearings will be announced later. 

The following statement was issued by the Shipping Board: 


The Shipping Board adopted a resolution providing for the initia- 
tion of a proceeding of inquiry and investigation by the Board into 
the rates and differentials from the Gulf, South Atlantic and North 
Atlantic ports of the United States to the United Kingdom, Baltic 
Seandinavian, Continental European, Portuguese Spanish, Mediterran- 
ean, and Adriatic, Black Sea and Levant ports. Present differentials 
are considered by many as discriminatory against the Gulf and South 
Atlantic. 

These differentials were adopted by the steamship conferences 
about the year 1920 when rates were materially higher than they are 
at the present time as illustration; in 1920 the rate on cotton from 
Gulf ports to the United Kingdom was $1.82%, whereas the present 
rate is 62% cents; on cottonseed cake the 1920 rate was 80 cents, the 
present rate is 27 cents; and on hides the 1920 rate was $2.65, the 
present rate is $1.40. Notwithstanding the heavy drop in rates, the 
differentials have remained the same on most of the commodities 
moving in these trades, presumptively to the great disadvantage of 
the Gulf and South Atlantic ports. In the case of cotton the differ- 
ential is 25 cents to all Continental European and Mediterranean 
ports, and is 20 cents to the United Kingdom. Evidence is before 
the board that there is widespread dissatisfaction with the present 
differential situation, and Commissioner Thompson’s resolution, by 
virtue of authority vested in section 22 of the shipping act of 1916 
orders an investigation to determine whether or not the practice of 
the carriers results in undue prejudice against the Gulf and South 
Atlantic ports any unjust discrimination between ports, in violation 
of section 16 and 17 of the shipping act of 1916, if found to exist, 
ean be corrected by order of the Shipping Board to the carriers to so 
adjust their rates as to place all the ports on an equitable and non- 
discriminatory basis. 





New York.—John P. Magill, chairman of the steamship com- 
mittee of the Maritime Exchange, has announced the personnel 
of the committee to represent the north Atlantic ports in fight- 
ing the effort of south Atlantic ports to eliminate the ocean rate 
differential in favor of this section on shipments to Europe. 

Inquiry among steamship officials showed that they do not 
intend to take part in the issue, as they consider it strictly 
a port matter. One freight official said that the ship lines 
would go wherever cargo was offered. 

Following instructions at the meeting in New York last 
week, Mr. Magill has sent a letter to Chairman T. V. O’Connor 
of the Shipping Board asking for hearings at New York and 
other north Atlantic ports. 

He -conimittee=tottow : Mr. Magill, chairman; 
Frank S. Davis, Boston; H. M. Thompson, Hampton Roads; 
Cc. J. Austin, New York Produce Exchange; H. J. Wagner, Nor- 
folk; G. S. Henderson, Baltimore; G. H. Pouder, Baltimore; 
B. Hoff Knight, Philadelphia; Howard Ayres, New York Cham- 
ber of Commerce; J. A. C. Jensen, New York Board of Trade 
and Transportation; C. J. Fagg, Newark; P. H. W. Ross, New- 
ark; F. E. Grace, Brooklyn Chamber of Commerce; W. H. 
Chandler, New York Merchants’ Association; Billings Wilson, 
New York Port. Authority. 


SHIPOWNERS SEEK NEW LEGISLATION 


The Trafic World New York Bureau 


Expectation that important shipping legislation will come 
before Congress at the next session in December, and the need 
for an agreement of various maine interests on suggestion for 
new laws, were the principal features of the quarterly report of 
Alfred Gilbert Smith, president of the American Steamship 
Owners’ Association, submitted at the meeting in New York 
Monday. Said he: 


Both of the great political parties have committed themselves to 
advancement of the cause of the merchant marine, though not indi- 
eating definite ways in which this result should be accomplished. It 
is manifested that the subject of ocean shipping, which is receiving 
study from the advisers of the President, is commanding also keen 
interest among the political leaders in Congress, and the general 
expectation is that it will receive more than the usual attention at 
the session of Congress following the approaching presidential election. 

It is desirable that American shipowners should be prepared in 
season with the fullest possible information regarding the needs of 
the merchant marine and with definite plans for constructive legisla- 
tion. We cannot blame the national lawmakers for failing to agree 
on constructive maritime policies unless we are first agreed among 
ourselves. 


In the absence of Mr. Smith, his report was read at the 
meeting. J. R. Gordon, of the Union Sulphur Company, pre- 
sided. The resignation of David T. Warden as vice-president, 
following his recent withdrawal from the Tidewater Oil Com- 
pany, was accepted. 

Mr. Smith’s report gave an outline of the activities of the 
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association in the last three months. Attention was directed 
to the benefits expected from the enactment of the Diesel loan 
bill by Congress. 

Mentioning the International Shipping Conference in Lon- 
don, May 13 to 16, which was attended by Capt. E. E. O’Donnell 
for the association, Mr. Smith said that Capt. O’Donnell was 
convinced that the American ship owners should be represented 
at all future meetings. ; 

Gratification was expressed that the Department of Com- 
merce and the Attorney General were handling the apparent 
infraction of the U. S. coastwise laws by the trip of the Lam- 
port & Holt liner Voltaire from Philadelphia to Boston. 

Announcement was made of the appointment of a special 
committee, with Gale H. Carter, president of the Pacific Mail, 
as chairman, to confer with the Interstate Commerce Commis- 
sion on depreciation. 

Mr. Smith also mentioned the part taken by the association 
in securing elimination of the proposed plank in the Republican 
platform at Cleveland declaring for “marine reciprocity,” and 
the substitution of a stronger plank in favor of an American 
merchant marine. 

Mr. Smith said that the President’s committee on co-ordi- 
nation of American railroads with the merchant marine, of 
which he is a member, will probably complete its report in 
September. The association’s committee on revision of the 
navigation laws has about completed its task, he added. 

The report said that both the Shipping Board and the De 
partment of Commerce were co-operating in the effort to secure 
adoption of a federal law requiring the use of continuous dis- 
charge books, 


SHIP BROKERAGE FEES 
The Trafic World New York Burecu 


All the steamship conferences covering trade routes from 
American ports, it is learned, have adopted resolutions changing 
their bills of lading to prevent the usual brokerage fees from 
going to shippers or consignees indirectly through brokers main- 
tained by them. It is charged that this practice is a violation 
of the shipping aet of 1916, and is, in effect, an attempt by 
shippers to obtain a rebate under the usual tariff rutes. 

The West Coast of South America, Far East, River Plate, 
and Brazil conferences will make the change effective August 
15. The North Atlantic-United Kingdom and Continental, the 
Intercoastal, and the Levant conferences have approved a simi- 
lar move, but have not yet announced the effective date. It is 
expected, however, that they will apply it on August 15, follow- 
ing the lead of the other conferences. 

This effort to stamp out what the steamship lines consider 
an objectionable development was decided on recently at a 
meeting of a committee represent the various conferences, con- 
sisting of H. Connor, North Atlantic-United Kingdom; George 
H. Wells, North Atlantic-Continental; R. A. Sewall, Far East; 
E. K. Morse, River Plate; G. J. Wolf, Brazil; A. Legenhausen, 
Levant; C. A. Torrence, Intercoastal; and G. A. Clough, secre- 
tary. 

The resolutions provide that “freight brokerage not to ex- 
ceed 1144 per cent may be allowed only to bona fide brokers 
whose actual business shall be brokerage in freight between 
ocean carriers and the general shipping public; that a broker 
whose business is maintained directly or indirectly by a shipper 
or consignee for the purpose of handling his business exclu- 
sively shall not be deemed a bona fide broker; and that freight 
brokerage shall be paid only on the following understanding, 
which shall be written or stamped on the brokerage bills: 


In compliance with section 16 of the Shipping Act, 1916, payment 
by the carrier and the acceptance of freight brokerage by the broker 
are on the strict understanding that no part of the brokerage shall 
revert to the shipper or consignee, and that the business of the broker 
is in no sense subsidiary to that of the shipper or consignee. 


Section 16 of the shipping act reads as follows: 


That it shall be unlawful for any common carrier by water, or 
other person subject to this Act, either alone or in conjunction with 
any other person, directly or indirectly .... 

First to make or give any undue or unreasonable preference or 
advantage to any particular person, locality, or description of traffic 
in any respect whatsoever, or to subject any particular person, 1o- 
eality, or description of traffic to any undue or unreasonable prejudice 
or disadvantage in any respect whatsoever. 

Second. To allow any person to obtain transportation for property 
at less than the regular rates then established and enforced on the 
line of such carrier, by means of false billing, false classification, . 
false weighing, false report of weight, or by any other unjust or 
unfair device or means. 


CONSOLIDATION OF SERVICES 


President Palmer, of the Fleet Corporation, conferred 
August 4 with representatives of The Carolina Company rela- 
tive to consolidation of the freight services between South At- 
lantic ports and United Kingdom ports. The plan proposed 
for these services contemplated a combination being formed 
by the present managing operators—The Carolina Company, Tam- 
pa Inter-Ocean and Trosdal, Plant & Lafonta. The companies 











Yo. 6 


acted 
loan 


Lon- 
nnell 
was 
snted 


Com- 
trent 
Lam- 


ecial 
Mail, 
imis- 


ation 
lican 

and 
rican 


ordi- 
e, of 
tt in 

the 


> De- 
cure 
. dis- 


urecu 


from 
\ging 
from 
nain- 
ation 
t by 


late, 
igust 
_ the 
simi- 
It is 
llow- 


sider 
at a 

con- 
orge 
vast; 
sen, 
ecre- 


» ex: 
ykers 
ween 
oker 
ipper 
xclu- 
eight 
ding, 


ment 
roker 

shall 
roker 


August 9, 1924 THE TRAFFIC WORLD 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 









Petry Express & Storage Co. Inc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


COMMERCIAL 
WAREHOUSES 


SHIPSIDE WAREHOUSES 
CENTRAL DISTRIBUTING WAREHOUSES 


NEW ORLEANS 






































nee 

















UT beyond the world of hundrum lies a land 
where romance lingers. A realm of rosy 
mountain tops where cluttered desks and 

household cares are soon forgotten; where children 
scamper through happy days and grow robust in 
the delightful mountain climate. 








Take a Burlington train to Denver—gateway to all of Colorado’s 
great vacationland. Visit Rocky Mountain National - Estes Park, 
Colorado Springs or any of a hundred fascinating wonder spots. 











Two weeks is ample time. Special Summer Tourist 
fares to Denver, Colorado Springs and Pueblo, $41.00. 











Burlington, the route of Greatest Comfort, provides a service 
that anticipates your every travel wish. Thousands choose the 
Burlington for its superb equipment, its hospitality and thoughtful 
attention to all things, big and small, that make yourtrip enjoyable. 


Reservations, Information, Illustrated Booklets wom 
Burlington, P. S. EUSTIS, Pass. Traffic Manager | HUI 


Route 547 West Jackson Boulevard Route 
ia Chicago, Hilinois ee 
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“7 Ot Costs 
- More: 


hen why not enjoy the 
many attractions o 


While in LOS ANGELES 


RESIDENTS of the United States; men and women of inter- 

PP: ational fame have warmly praised the comfortable attention 

and fine cuisine of this good hotel--Yet - rates here are mod- 

erate: the rooms large, beautifully furnished and airy--more attractive 

in fact for these reasons than where comfort is sacrificed for saving in 
building costs--Best downtown location. 


HAROLD E. LATHROP, Manager 
You will enjoy every minute of your stay 


wz’ AMBASSADOR. 


“cA Resort Hotel in the Heart of Los Angeles”’ 


is ideal for those wishing to know California at its best. No other 
hotel has so many and varied attraG@tions. Open Air Plunges, Full 
Length and Miniature Golf Courses, Tennis Courts, Motion Picture 
Theatre, Picnics and Parties for Guests, 35 Shops and the Famous 

“Cocoanut Grove’ for dancing--Tune in any night on K. BF. I., wave 
length 469, to hear the Cocoanut Grove Orchestra or Sunday concerts. 


B. L. FRANK, Manager 
Write for Chef’s Booklet of California Recipes 


and Information 
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ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & 8S. F. Ry. C. M. & St. P. Ry. 
C. & A. R. R. c. Cc. C. & St. L. Ry. 
C. & I. W. Ry. G. FT By. 

C. & N. W. Ry. I.c. R. R 

Cc. B. & Q. R. R. Penna. Railroad 


M. Sti P. & S. Ste. M. Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 

Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,006 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 
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have been unable to get together, however. The Carolina Com- 
pany desires to have the headquarters of the combination at 
Charleston while Jacksonville and Savannah each is asking 
for the same thing. Mr. Palmer did not know after the con- 
ference of August 4 what the outcome would be. 

Three more consolidations of Shipping Board routes were 
announced late August 1. They are. 

Lyke Brothers of New Orleans, La., to operate vessefs 
from New Orleans and Texas ports to Holland and Germany, 
under the trade name “The Southern States Lines;” the Water- 
man Steamship Company, Mobile, Ala., to operate from Mobile, 
Pensacola and Gulf ports to the United Kingdom, Bordeaux 
and Hamburg, under the trade name “Mobile Oceanic Lines; 
Daniel Ripley & Company, Houston, Tex., to operate from 
Texas ports to France and Belgium, under the trade name 
“The Texas Star Lines.” 

The number of ships now operating on these lines is as 
follows: Lyke Brothers, 20; Waterman Steamship Company, 
11; Daniel Ripley & Co., 7. 


PREFERENTIAL DUTIES 
The Trafic World New York Bureau 


In preparation for renewal of its campaign for the enact- 
ment of a policy of preferential duties and custom dues for the 
assistance of American shipping, the Council of American Ship- 
builders has issued a survey of-the commercial treaty situation, 
prepared by Prof. Charles C. Thach, of Johns Hopkins Uni- 
versity. This shows that Congress, under its constitutional 
authority to regulate -the tariffs and foreign commerce, has 
power to pass and enforce preferential duties and tonnage dues 
regardless of the opposition of the President and without fear 
of adverse decisions from the U. S. Supreme Court. : 

The shipbuilders have long advocated preferential duties 
as a more effective means of aiding the merchant marine than 
a subsidy. They are now making a study of the probable effects 
of such legislation, which they will present to Congress next 
winter. 

The significance of this move is apparent when it is re- 
membered that three Presidents, Wilson, Harding and Coolidge, 
have refused to carry out the provisions of the Jones act direct- 
ing the President to abrogate those parts of commercial treaties 
restricting the right of the U. S. to impose preferential duties. 
The conclusion in the report is that the Jones act section was 
loosely and improperly drawn, and that a law framed in ac- 
cordance with precedent and constitutional provisions would be 
binding on the Executive. , 

The report declares that the only control the President 
would have over such a law would be his veto power, subject 
to a two-thirds vote in Congress. It is said that the right of 
Congress to direct revision of commercial treaties has been 
proved in the case of the Canadian treaty, the treaty of Wash- 
ington, the tarifl agreements aimed at by the tariff act of 1909, 
and the agreements aimed at by the seamen’s act of 1915. 

An interesting feature of the report is that, due to the lack 
of uniformity in commercial treaties, a preferential duty law 
would apply at once in favor of U. S. vessels in Swedish trade as 
against Swedish vessels, in the South American trade against 
British vessels, and also in several other directions, such as 
trade with Greece and Brazil. 

Germany, Hungary and Austria are prevented by the Treaty 
of Versailles from applying discriminations against American 
vessels, while this country is not similarly bound. France, un- 
der existing treaties, is protected only to the extent that pre- 
ferential duties shall not exceed 94 cents a ton. 

The report shows that the United States is bound to extend 
national treatment to sixteen nations, Argentina, Belgium, Bo- 
livia, China, Colombia, Costa Rica, Denmark, Great Britain, 
Honduras, Italy, Japan, Liberia, the Netherlands, Norway, Para- 
quay, and Spain, with most favored nations treatment for the 
Congo and Tonga. 

The conclusions reached by Prof. Thach are as follows: 

1. The President and two-thirds of the Senate may give the 
notice required for abrogation of treaties. 

The President, on authorization by Congress, may give such 
notice. 

3. When Congress, in the exercise of a constitutional function, 
such as the control of foreign commerce, or the right to levy taxes, 
finds it necessary to secure the abrogation of existing treaties, its 
decision is final, and the duty of the President to give the notice is 
ministerial, it not being the intention of the Constitution to vest the 
right to determine commercial and fiscal policy in the President but 
in Congress. 

4. The direction of the President by Congress to give such notice 
is a legitimate exercise of the power to determine commercial and 
fiscal policy, and so is not an unconstitutional exercise of the power 
over foreign affairs. 

The President is not free to ignore such a law when passed 
because he considers it unconstitutional. He is bound by the Con- 
stitution and his oath to enforce the law; that is, all law passed in 
a constitutional manner. It is for the Supreme Court alone to de- 
clare a law unconstitutional. 

6. In case the President fails to act, Congress can not terminate 
the treaties by law. It may, however, terminate them as binding 
municipal law, and the responsibility for violation of treaties would 
rest on the President, not Congress. 

7. These observations apply with equal force to commercial treat- 
ies which make no specific provision for termination or notice, such 
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a right being implied from their subject matter. The only require- 
ment would seem to be that the period of notice be reasonable, 


BRITISH SHIP WAGES 


The Trafic World New York Bureau 


The executive committee of the American Steamship Owners 
Association has given out a comparison of wages on British, 
American privately owned and Shipping Board vessels of similar 
sizes, with white crews, showing that the total monthly pay- 
ment on the American ships was fifty per cent greater than on 
the British ship. 

The shipowners are now making a similar study of wage 
conditions on Japanese, Scandinavian, Italian and British ships 
with Lascar or Chinese crews, which are expected to show a 
still greater disparity as compared with American ,vessels. 
These studies are undertaken by the association in the prepara- 
tion of information to be submitted to Congress this winter, 
when it is understood that President Coolidge will make definite 
recommendations for assisting overseas shipping. 

The figures given in the present comparison apply to the 
officers and men on a British steamer of 5,500 gross tons in the 
North Atlantic trade, together with a private American and 
Shipping Board vessel of like tonnage and character. 

“This comparison demonstrates that the wage cost of opera- 
tion of American ships is one-half greater than the wage cost 
of operation of British ships in competitive North Atlantic 
services,” according to Winthrop L. Marvin, vice-president of 
the association, “and that in the case of ships of this largely 
employed type and tonnage, the difference against the American 
flag is in the neighborhood of $1,000 per month per ship.” 

The comparison is shown in the following table: 











American 
Steamship 
Owners’ Shipping 
*British Association Board 
Wages Wages Wages 
(coal burner) (oil burner) (oil burner) 
ey rer $102. $165.00 $185.00 
BECOME MALS ..ccncccccsses 76.48 140.00 165.00 
J. Se 56.81 125.00 150.00 
WQUNUR MEGEE 2 5c cccccewacies 52.44 100.00 
medio Operator ....sccsese 69.92 90.00 105.00 
NE Ss.b cicceuseme nese 70.00 — 
ee ee ee ee 50.26 65.00 75.00 


Able Seaman ....7@$43.70 305.90 7@$55.00 385.00 6@$62.50 375.00 
Ordinary Seaman 2@ 39.33 78.66 2@ 40.00 80.00 2@ 47.50 95.00 





























Chief Em@ineer ....cccecess: 133.29 285.00 260.00 

First Assistant Engineer... 102.70 165.00 185.00 

Second Assistant Engineer 76.48 140.00 165.00 

Third Assistant Engineer. 56.81 125.00 150.00 
Junior Third Asst. Engr... 70.00 
BUOTEMOCGPEL occccscvseceecs 65.00 

Ea 3@$52.44 157.32 3@$65.00 195.00 3@$72.50 217.50 

WROLORIOTIOIEE no viticccnececes 3@ 72.50 217.50 

3@ 57.50 172.50 3@ 65.00 195.00 

3@ 50.00 150.00 2@ 57.50 115.00 

105.00 120.00 

; 90.00 100.00 

Second Cook and Baker... 37.15 70.00 80.00 
Co er ere 2@ 40.00 80.00 

MEGSBNOY 2. cccccce 2@ 30.59 61.18 2@ 30.00 60.00 3@ 42.00 126.00 

Total Pay Per Month...$1,997.18 $2,992.50 $3,081.00 

NE NOW bé-cccaeccueee 37 38 34 


*On basis of Pound Sterling $4.37. 


BRAZIL SURCHARGES INCREASED 


The Trafic World New York Bureau 


End of the revolution in Brazil has failed to bring about 
relief at congested ports and, as a result, steamship lines in 
that trade are forced to take measures to compensate them- 
selves for the extra delay and expense. At a meetifig of the 
Brazil Conference in New York August 5 a resolution was 
adopted increasing the rate surcharge to Santos from two to 
four dollars a ton, and placing a surcharge of two dollars a ton 
on shipments to Rio de Janeiro. This is effective at once and 
will continue until the situation has cleared. 

The surcharges apply to all shipments not already on board 
ships, received at the piers or specifically committed to vessels 
on berth. While conference officials would not comment on 
the effect of this move on contract shipments, it is understood 
that no exceptions are to be made. The bills of lading provide 
that, when cargoes cannot be landed at the port of destination 
because of conditions beyond the control of the companies they 
can be discharged at the nearest available port. 

Shipments previously consigned to Santos have been carried 
on to Rio during the recent difficulties, with the result that Rio 
has now become congested. Reports received here indicate that 
freighters have been-delayed ten days to two weeks in some 
instances awaiting discharge. 

The Santos surcharge was applied several weeks ago, due 
chiefly to unsatisfactory warehouse conditions and railway 
troubles. The revolution in Sao Paulo made matters worse. 
The ship lines notified their customers that they could not guar- 
antee delivery, with the consequence that about 90 per cent 
of the committments were canceled. 

Shipping officials said that they were without definite in- 
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EXPORT SERVICE 


We will put your shipment on the first 
ship out after arrival and give careful 
attention to the proper making up of 
documents. Our business is under the 
close personal supervision of men with 
twenty years’ experience as railroad and 
steamship traffic men. 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. DALTON 


WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


” Serves Twe Million Population 








Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 












? 


Is Your Shipping Department 


equipped to accurately route shipments to fulfill your 
obligation of prompt deliveries to your customers. 


«> 













If you are now a subscriber to and routing your ship- 
ments as shown in the shipping directions of 


THE SHIPPERS’ GUIDE 


your answer will be in the affirmative. If not, you need 
The Shippers’ Guide with the regular monthly loose-leaf 
revision service. 












The 1000 to 2000 revisions rer month prove a necessity 
for you. Subscribers know this. You, too, should 
use this Working Tool to reduce your detail burdens. 










Request us to send the Guide on approval 
and avail your shipping department of a 
service rendered shippers for over 52 years. 


THE SHIPPERS’ GUIDE CO., INC. 


Chicago, 523 Plymouth Court 
New York City, 15 Park Row 
St. Louis, Mo., 506 Olive Street 


SHIPPERS’ GUIDE PUBLICATIONS 


The Recognized Standard 
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ROCHESTER, N. Y. 





GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°s's*"*" 
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A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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formation except such as they could read between the lines in 
the news dispatches. Cable messages are still censored, it was 
said. As soon as the port congestion: has been relieved, how- 
ever, it is expected that there will be an increase in shipments 


of structural steel and other materials needed in rebuilding Sao 
Paulo. 


U.S. SHIPS IN ORIENT TRADE 


R. C. Morton, Shipping Board Director for the Orient, in ‘a 
report from Manila, P. I., made public by the Board, says: 


With regard to percentage of carryings by our ships from 
the Orient, I am pleased to be able to report that we are making 
a very good showing all along the line, and particularly here in the 
Philippine Islands. I have before me statistics of all cargo ex- 
ported from the Philippine Islands during the year 1923, which 
show that out of a total of 348,868 tons exported to the Pacific 
Coast of the United States, American vessels carried 287,513 
tons, or 82 per cent, and out of a total of 295,881 tons exported 
to the Atlantic Coast of the United States, American vessels 
carried 142,720 tons, or a little over 48 per cent. The reason for 
the Atlantic showing not being so good as the Pacific is that 
we have more competition on the Atlantic berth and a greater 
number of foreign vessels in proportion to our vessels than on 
the Pacific berth. As you know, we only have two lines, the 
Barber Steamship Line and the Tampa Inter-Ocean Steamship 
Company, on the Atlantic berth, with from two to three sailings 
a month between the two lines, and the Tampa Inter-Ocean ves- 
sels do not all go to north Atlantic ports, as they are supposed 
to serve only to gulf ports and Cuba. 

I do not have statistics for China and Japan, but speaking 
generally I would say that our ships get over 50 per cent of the 
cargo from Hongkong and Shanghai to the Pacific Coast of the 
United States and about 35 per cent to Atlantic Coast ports, in- 
cluding the cargo transshipped on the Pacific Coast and for- 
warded intercoastal and rail. From Japan we do not do quite so 
well, because Japenese shippers patronize their own ships in 
preference to foreign ships when possible. 

The carryings by our ships have been steadily increasing all 
along the line during the last three years. This includes the 
passenger business by our passenger vessels. The Pacific Mail 
steamers to San Francisco are always full of passengers and have 
to turn many away. The Admiral Line passenger carryings 
have been improving steadily. They are up against much more 
competition than the Pacific Mail. Our passenger ships are 
nearly always full of cargo eastbound. 

Our cargo ships operated by Messrs. Struthers & Barry to 
San Francisco and Los Angeles also nearly always carry full 
cargoes homeward, these cargoes being principally products of 
the Philippine Islands. The cargo ships operated by the Columbia 
Pacific Shipping Company to Portland do not do quite so well, 
but they are steadily building up their business and the port of 
Portland is doing very good work in improving their port facili- 
ties to help shipping and importers. The Seattle freighters have 
been doing very well. 

The restoration of the tariff duties on imports to Japan, ef- 
fective April 1, is naturally followed by a considerable falling 
off in imports to that country. 


OCEAN FLOUR RATES 


Under a resolution adopted by the Shipping Board, August 
5, the Fleet Corporation was directed to apply immediately a 
rate of twenty cents a hundred pounds on flour from Gulf ports 


to United Kingdom ports. Commissioner Thompson, author of 
the resolution, said: 


This action of the board was due to the recent lowering, by 
foreign steamship lines, of the rates on flour, outbound, from North 
Atlantic ports from 18 cents, to 15 cents per hundred pounds, which 
created a differential of 8 cents against southern ports, whose rate 
was 23 cents, and which was considered a discrimination against 
both interior shippers using the Gulf ports and the whole gulf range. 
By virtue of today’s resolution the differential is now 5 cents\as it 
s before the cut in rates from North Atlantic ports, an@& the 
iscrimination removed. 


“WITHOUT RECOURSE” INDORSEME 


For some time shipping interests in London have been in- 
clined to question the practice of shippers and their financial 
agents placing the “without recourse” indorsement upon ship- 
ping documents, says H. B. Smith, special representative of the 
Department of Commerce, in a report to the department. He 
said the financial editor of the London Times had admirably 
summed up the dispute as follows: 












For some time past shipping managers have been concerned about 
the stamping by bankers of the words “without recourse’ on bills 
of lading over their indorsement. The phrase is a well-known one in 
banking and merchant business, and, no doubt, its appearance on 
certain commercial documents is well justified. For instance, a 
merchant who has supplied goods to another may draw a draft on 
the buyer and sign the draft below the words ‘‘without recourse.”’ 
This means that if the buyer should fail to meet the draft in due 
course, the banker to whom it has been sold would have no recourse 
against the drawer or holder of it. Such a full credit is naturally 
liked by the supplier of goods, and the seller often stipulates for 
the provision by, the buyers of a “‘letter of credit,’’ on the strength 
of which he can draw ‘‘without recourse.” 

Exception is, however, taken by shipping managers to the stamp- 
ing of the words in question on bills of lading. The bill of lading 
represents the form of contract between the carrier and a merchant, 
or a series of merchants, and it is felt that nothing should be in- 
serted in or upon this document which could in any way qualify the 
agreement between these two sets of interests. Shipping managers 
have, it is understood, been informed by bankers that the words are 
not intended to apply to them, but that they solely affect the relation- 
ship between the bankers and the merchants. In deference to repre- 
sentations, some bankers are known to have abandoned such qualified 
indorsement of bills of lading, but by others, particularly in France, 
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the system is still pracficed. One suggestion is that should bankers 
consider it necessary to continue indorsing bills of lading in this 
way, they should add the words: ‘‘This provision has no application 
to the shipowner.’’ Shipping managers, however, consider that since 
they are informed that the words ‘‘without recourse’ are not in- 
tended to apply to them, it would be more satisfactory if the use of 
the phrase were confined to the documents governing the transactions 
between bankers and merchants alone. 

When the bill of lading has been indorsed by the shipper and 
handed to a banker with a draft on the consignee, or buyer, and has 
been indorsed again by the banker on delivery to the drawee (the 
buyer or consignee), who again indorses it to his purchaser, or a 
dock or wharf authority, it might be that a question could arise as 
to whether the last indorsement was not also subject to the same 
reservation “without recourse’ inserted by the previous indorser. 
The shipping manager, not unreasonably, objects to such a qualified 
indorsement, which might, it is suggested, infringe his rights to 
recover freig money and general average contributigns. 


“PARCEL POST EXPORTS 


“The true importance of exports from the United States 
through the medium of the parcel post is now definitely shown 
through the issuance by the Department of Commerce of the 
first statistics covering such shipments,” says Julius Klein, 
director of the Bureau of Foreign and Domestic Commerce. 
“On the basis of partial figures, exporters using this method 
sold their goods in foreign countries to the value of $8,300,452 
during the first five months of the present year. Starting wlth 
shipments valued at only $1,036,500 in January, the business has 
grown to $2,236,803 in May.” Continuing, Director Klein says: 





These figures are the result of a new service recently inaugurated 
by the Commerce Department at the urgent request of those indus- 
tries (such as the jewelry, watch, and clothing trades) whose exports 
have been hitherto considerably underestimated in the trade statistics 
on account of the omission of the large mail shipments. 

The new figures do not show our total exports by parcel post, 
because they do not include shipments valued at less than $25. It 
is estimated that there are at least half a million such shipments each 
month. Parcel-post business of this class is so great, in fact, that 
the cost of compiling the figures would be out of proportion to the 
value of the data thus collected. 

The five-month statement shows that dry goods and clothing, 
with a valuation of $2,110,000, account for one-quarter of the entire 
trade. Silk goods and silk wearing apparel are the most important 
items in this classification, followed by cotton goods and cotton 
clothing, artificial silk manufactures, and wool clothing. Optical- 
goods exports amounted to $621,000; leather and manufactures of, 
$576,000; furs and manufactures of, $551,000; and jewelry and gold 
manufactures, $466,000. 

Whereas formerly the average American business man considered 
foreign sales as something mysterious and puzzling, today a mail 
order from some remote part of the earth for a parcel-post package 
causes no more excitement than a similar request from Boston or 
San Francisco. The most gratifying feature of this new export de- 
velopment is the fact that it proves that the American business man 
is at last viewing foreign trade in its true light—as merely “long- 
distance selling.” 

American manufacturers in inland towns are sending goods abroad 
as nonchalantly and as expertly as their supposedly better-informed 
rivals with every seaboard facility. 

As soon as the inland producer realized that the doorway of some 
good foreign customer was no farther away than the nearest post 
office and that foreign sales can be negotiated in dollars as easily as 
can domestic transactions, he went after foreign trade with character- 
istic American energy and diligence. This is a striking testimonial 


to American adaptability and readiness to meet new conditions and 
opportunities. 


CUSTOMS DECLARATIONS ON PARCELS. 


Paul Henderson, second assistant Postmaster General, has 
announced an increase in the number of customs declarations 


required on parcels for certain foreign destinations in the 
following: 


Effective at once, column 5 of the table appearing on pages 172 
to 179, inclusive, of the annual Postal Guide for 1923, and column 4 
of the table appearing on pages 17 to 29, inclusive, of the November 
1923, Postal Guide, are modified as follows as respects the number 
of customs declarations required on parcel-post packages for the 
countries, colonies, and places indicated: 


Customs 

declarations 
Cn EE SO TE RTS RETR AREER Sate, We eee Le STE BA 3 
eeres “COMM CUT TASIUNTIEY oc occas o crcesiew caw siediecsiccd sce qe ele-elee ere 3 
San SUEY MINNIE 959 a0, cas seca wr gtr ve wa bale nea Oe ES 2 
MN ace tesc or arte ira, bs ow asl S.-i a vice tiotle: tat ano aoe os exelini aio ON bles SISTER wn 2 
IUCR MME in ils AAG ane’ lovdieince maceie Mine acess Sree IOw one Oh Enea 2 
INN haa g Sete erat pac NE Rivas ale claraiBa Wolo eee s OS Hale meee emcee 3 
NI 6 Racer ot ae cial ai 9 dxensd, value or ehatere HIGH as Wea R AS HORER Gn Kel OPT 2 
NR MNES OI oa ice esdteiverls ion Wor diwribs We Wages tales ara Siwlbie amare aide oiee ss 2 
nee EE INN 8 Scien ecis oie Oia ac'es aii Wate: 6a mr wl nmiw ew Ord lata ded > oh alte ee aad ales 4 
ne NMNOMINEE UUM eT 6.0.5 incon 2156-4 Grae cial- aaa or giet SLb erin oa lsv6¥ op ae-Griei Sela Sis soe 2 
SE eh ge'g cx sat ol chs SiN es ay PRT STS OS CS oOo ii Said neem ena 3 
SON POMNNIUS gia as ccs Gas ase v-ah gi oad chal Rd whee soso ose ee 3 


HIGH COST OF SHIPPING 


An attack on the high cost of domestic shipping by way of 
scientific studies destined to reduce the present enormous losses 
due to poor packing has been launched by the recently re- 
organized Domestic Commerce Division of the Department of 
Commerce, Director Klein has announced, 

The public and all factors of industry as well as transporta- 
tion agencies should benefit from the investigations which are 
being undertaken at the request of manufacturers, shippers, and 
carriers, in Klein’s opinion. He said the new domestic studies 
are a direct result of the investigations into export packing 
carried on by his Bureau some months ago at the suggestion of 
the House Committee on Merchant Marine and Fisheries. 
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DENVER, COLORADO 





INDIANAPOLIS, IND. 






(ec A REE aI 


Fireproof Warehouses on Track 
For the Storage of Merchandise 
Household Goods and Machinery 

We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 





TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 











Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 















ATLANTA 
GEORGIA 


mn 
qout 


Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 


Asam emmy 


——_ 


FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION Security Warehouse Company 
STORAGE | 


‘ Free Switching From All Lines 


S= 


100,000 Square Feet Floor Space 


‘“‘Bankers of Merchandise’’ 


Merchants Southwest Fireproof Warehouse Company 
1 East Grand Avenue 










































































































































































































































According to Dr. Klein, losses to railroads alone in 1922 be- 
cause of improper packing are estimated at $11,800,000. It cost 
carriers last year $5,000,000 for repairs to damaged containers. 
More than five billion containers are used in domestic shipping 
every year. 

With the help of the Forest Products Laboratories, the In- 
terstate Commerce Commission, the Post Office Department and 
such organizations as the Chamber of Commerce of the United 
States, the American Railway Association, the American Society 
for testing Materials, the National Association of Box Manu- 
facturers, the Associated Cooperage Industries of the United 
States, the Wire-Bound Box Association, and the American Rail- 
way Express, the studies have been inaugurated along two basic 
lines. First, the need for stronger and better containers so as 
to reduce loss and damage in transit; and second, the need for 
cutting down the constantly growing costs of distribution in 
which packing plays an important part. Representatives of the 
different organizations named are now assisting in drawing up 
of the plans with the Department of Commerce. John F. Keeley 
is the Commerce Department’s representative. 


OCEAN RATES DEVELOP STRENGTH 


The Trafic World New York Bureau 


Stronger charter rates and greater activity in the grain 
trade, especially from the Gulf, were the outstanding features 
in the full cargo market last week. While the increase was not 
sufficiently impressive to justify a firm prediction, it was evi- 
dent that shipowners felt that the seasonable slump was ap- 
proaching its end and that gradual advances were in order 
unless upset by unexpected developments. 

Ships were offered in adequate volume to cover most 
trades, but shippers found some difficulty in covering their 
requirements for particular dates and types of vessels. Ship- 
owners were inclined to ask higher figures. 

The grain trade showed a distinct improvement, following 
the extreme depression of the previous month, though this has 
not yet spread beyond Gulf ports. With the increase in ship- 
ments for United Kingdom and Continental ports, regular liner 
space was largely absorbed and shippers began to turn more 
to the tramp market. Six or more vessels were fixed for 
August and September loading. Gulf rates advanced to 15 cents 
a 100 pounds, and the last fixture was at three shillings, seven 
pence a quarter, or about 16% cents a 100 pounds. This was 
the latest rate to Antwerp, Rotterdam and the United King- 
dom. Atlantic ports and Montreal were uniformly dull. Mon- 
treal-United Kingdom space was quoted at two shillings, six 
pence a quarter, against the last previous fixture at two shil- 
lings, four and one-half pence. Montreal-Sweden was quoted 
at 17 cents a 100, and Montreal-Finland at 18 to 18% cents. 
Demand for Montreal-Mediterranean was noted at 15 to 16 
cents a 100. 

The coal market was quiet, with .evidence that existing 
demand for space had largely been met, according to Funch, 
Edye & Co. Inquiries were made for trans-Atlantic business 
at $1.90 a ton to Bordeaux and $2 to Nantes for August load- 
ing. South American shipments declined, though some busi- 
ness was reported at $3 to $3.25 a ton to east coast ports, at 
about previous rates. An August shipment to Santos was 
offered at $3.30 a ton. 

The sugar market was quiet, with a scarcity of orders. 
One vessel was fixed from San Domingo to the United King- 
dom-Continent at 23 shillings, six pence for August loading. 
Twenty shillings a ton was paid for an August vessel from 
Cuba to the United Kingdom. 


Renewed activity was shown in the lumber market from 
the Gulf to the River Plate at about the same level of rates 
as previously. The time charter market was weak, with a sur- 
plus of vessels at the recent low rate levels. 


Notice that certain requirements must be met in export- 
ing goods in bond with fhe expectation of a drawback in cus- 
toms duties has been issued to Pacific Coast shippers by the 
American Hawaiian Line. The company has offered to handle 
all details at New York. Sugar, tinplate and burlap are men- 
tioned as commodities to which this applies. The circular says 
in part: 


For shipments moving from Pacific Coast ports via New 
York the shippers export declaration should bear a notation 
reading, “Exported with benefit of drawback,” and the steamer 
bill of lading also a notation reading “For Drawback.” 

f the shipper has a representative or broker at New York 
who will attend to the necessary custom details to cover the 
transfer and gS tng all the papers should be sent to him, 
but where the shipper has no one at the port of transshipment 
to represent him, all grpere should be attached to the shipper’s 
export declaration and turned over to us at Pacific Coast port 
of shipment. 


The Barber Steamship Lines has announced that in the 
future vessels of the Osaka Shosen Kaisha, for which they are 
the general agents in the north Atlantic, will stop at Los 
Angeles to deliver cargo, as well as at San Francisco, as in 
the past. 


The Williams Steamship Line announces that, beginning 
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with the departure of the Willsolo from New York on Sep- 
tember 1, all vessels in its intercoastal trade will make San 
Diego, Calif., a regular direct port of call. 

New reduced rates on canned goods, dried fruit and beans 
from the Pacific coast to the Gulf, go into effect August 11 
from Seattle and from August 16 from San Francisco and Los 
Angeles. The rates are now 40 cents per 100 pounds in carload 
lots and 10 cents extra in less-than-carload lots. 

C. J. Beck, vice-president and general manager of traffic of 
the United American Lines, who returned this week from a two 
months’ trip to Europe, said that freight conditions in Ham- 
burg were demoralized in all directions. Merchants in Hamburg 
were frequently paying 10 per cent a month for money accom. 
modations, he said. He was optimistic that acceptance of the 
Dawes report would stimulate freight and passenger traffic to 
all parts of Europe. 

Prospects for a heavy movement of canned goods and 
dried fruit to Europe and the north Atlantic this season add 
a favorable outlook to the otherwise discouraging situation in 
Pacific coast shipping, according to reports from San Francisco. 
Estimates of this movement run as high as 50 per cent above 
the total last season. Western shippers also are inclined to 
believe that the new Japanese tariff, imposing an ad valorem 
duty of 100 per cent on such goods as canned goods, dried fruit, 
leather, automobiles and other commodities more generally rated 
as luxuries, will not be a disastrous blow to trade, as the foreign 
population, which consumes the larger part of such products, 
will continue to buy. 

Intercoastal lines have been unable to follow out their pro- 
gram of restoring the $14 rate on lumber for September load- 
ing, and are quoting $13 for that month, but no longer. 

The Atlantic and Gulf-Far East Conference has adopted a 
schedule of arbitraries on shipments of cotton. The following 
increases over the base rates in the Far East tariff are an- 
nounced: To Osaka, 71% cents a 100 pounds; Yokkaichi, 15 
cents; Moji, 15 cents; Nagasaki, 15 cents; and Nagoya, 20 cents. 
These apply on both direct vessels and by transshipment. 

The Pacific Westbound Conference has applied the same 
arbitraries from Pacific ports with the exception of traffic to 
Moji and Nagasaki. The exceptions are due to the fact that 
the Japanese lines are required, under the terms of the mail 
subsidies paid by the Japanese government, to maintain direct 
services to these ports without any increase in rate. 

Homeward rates from West Africa to the United States, 
which were reduced last year, will be restored to their former 
level on September 1, following an advance on similar rates 
by Dutch, German and French lines from West Africa to Eu- 
rope, according to reports in shipping circles. 


Elder, Dempster & Co. and A. H. Bull & Co. are the only 
lines offering direct sailings to this country. The new westbound 
rates, it is said, will be based upon the transshipment tariffs 
via Europe, which have long been the determining factors in 
the trade. Following the increase in homeward rates, it is 
expected, that the eastbound tariff will also be raised. 


NEW SHIP FREIGHT CONTRACT 


The Trafic World New York Bureas 


As a means of meeting outside competition in the trans- 
portation of lubricating oil and wax, members of the North 
Atlantic-United Kingdom Steamship Conference this week 
offered shippers of these commodities an interchangeable book- 
ing arrangement at rates lower than recent tariffs. This offer 
expired Tuesday. It was reported that practically all shippers 
had already signed contracts with conference lines. 

The usual tariff rates on lubricating oil and wax are $1.50 
a barrel and 35 cents a 100 pounds, respectively. Non-conference 
competitors, in order to break into the business, quoted rates 
of $1.20 and 28 cents, and recently cut the rate still further 
to $1.15 and 25 cents. 


At a meeting of the rate committee of the conference last 
week, decision was reached to allow all member lines to offer 
contracts to shippers, effective until October 15, under which 
oil and wax could be shipped on the vessels of any of the 
member companies at $1.20 and 28 cents. Conference officials 
said the offer would probably be renewed October 15. Shipping 
Board lines are also parties to the agreement. 

A conference official explained that this plan was not an 
effort to put non-conference lines out of business, but a step 
to meet competition and to stabilize the trade. 


“The offer was made to all shippers,” he said. “The rates 
quoted were also higher than those made by our competitors. 
Furthermore, there was nothing exclusive about our action, as 
we were and are now willing at any time to admit all other 
lines to the conference on terms of complete equality. The 
effect of this move is to stabilize rates, which the shippers 
desire, and to avert the disruption due to ‘wildcat competition.’ ” 

The usual conference rate has now been restored on all 
shipments except those moving under the new contract. The 
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pACIFIC > 


Fenn Ves ) 
Guin Lik 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porte 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 





Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma and Bellingham 


FROM 


Baltimore, Norfolk, Philadelphia 
and New York 


FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, 7 York: Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, P Pittsburgh, Pa. Chicago, Ill. 
39 South St. Drexel Blig. Oliver Bldg. 333 fen Dearborn St. 
And at our Branch Offices at ports of call, etc. 
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ROUTE YOUR CARGO VIA 
Mobile=GulfportPensacola 


SHORT LINE EXPORT OUTLET 
From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL 
Ssi'ing from Pensacola Aug. 5 
USGB. BB. GAC... .cccvevecceese 





Sailing from Gulfport Aug. 9 
Sailing from Mobile Aug. 18 
LONDON AND GRANGEMOUTH 
Sailing from Gulfport Aug. 9 
U.S.S.B. S.S. CLAVARACK.......... Sailing from Pensacola Aug. 15 
Sailing from Mobile Aug. 21 
LIVERPOOL AND MANCHESTER 
Sailing from Pensacola Aug. 15 
U.S.S.B. S.S. COAHOMA COUNTY.. } Sailing from Gulfport Aug. i9 
Sailing from Mobile Aug. 27 
ROTTERDAM AND HAMBURG 
Sailing from Gulfport —-. 
USS.B. 8.8. BABTIT GB........ .....:602: Sailing from Pensacola A 7 
Sailing from Mobile Sept. “6 
LONDON 
Sailing from Pensacola Aug. 30 
U.S.S.B. S.S. WEST HARDAWAY.. | Sailing from Gulfport Sept. 5 
Sailing from Mobile Sept. 13 


Waterman Steamship Corporation 
“Operating United States Government Ships’’ 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 





United Fruit Company 


General Offices, 131 State Street, Boston, Mass. 


STEAMSHIP SERVICES 


REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
JAMAICA COLOMBIA 
Kingston Cartagena 


Puerto Colombia 
Santa Marta 


COSTA RICA 


Port Antonio 
Jamaica Outports 


CANAL ZONE Port Limon 
Cristobal ALSO 
Ports of Guatemala 
PANAMA and British and 


Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


ge |. cr New York, N. Y. 
321 St. Charles Street ............... New Orleans, La. 
RMN Oona ss oa ror cca baleen Se peud Boston, Mass. 


Marquette Building...................... Chicago, IIl. 
Huff Shipping Agency........... San Francisco, Calif. 
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U. S. Navigation Company is said.to be the principal outside 
competitor. 

The North Atlantic Continental Freight Conference, at its 
monthly meeting August 7, offered shippers of lubricating oil 
and wax the same interchangeable booking arrangements at 
lower rates put into effect recently by the United Kingdom 
Lines. The offer holds good for five days, beginning August 8, 
and covers shipments until October 30. 

The contract rates on lubricating oil are $1.20 a barrel to 
Rotterdam and Bremen, against the normal tariff of $1.40, and 
$1.30 a barrel to Hamburg and Bremen, against the normal 
tariff of $1.50. The new rates on wax are 28 cents a hundred 
pounds to Rotterdam and Antwerp, against 3214 cents previously, 
and 30 cents to Hamburg and Bremen, against 35 cents. All 
shipments not covered by contract, with the privilege of ship- 
ping by any conference lines, will take the regular rates after 
the end of the five days’ period. 

Conference officials said there was considerable business of 
this kind in the market, and that they were making an attractive 
offer for a limited period to close the traffic. No penalties are 
attached to refusal of the contract, they declared. 


The interchangeable booking policy adopted by the North 
Atlantic United Kingdom Freight Conference was attacked later 
by the U. S. Navigation Company agent at New York for the T. 
G. O. line of Stockholm and the C. K. Hansen’s Steamship Com- 
pany of Denmark, non-conference lines, as an “ultimatum” 
which the shippers were forced to accept. The company also 
objected to the term, “wildcat competition,’ as unjustified by 
the fact that these ‘companies have large fleets of steamers 
operating to all parts of the world. Charges of “monopoly” 
were also launched against the conference. 

Concerning the dispute over rates on lubricating oil and 
wax, R. W. Boissevain, vice-president, said: 


The usual tariff rate on lubricating oil and wax was $1.50 and 35 
cents respectively. We quoted $1.35 and 31% cents respectively, being 
10% below the conference tariff rate. After this rate had been in 
effect for some time, the conference approached oil and wax shippers 
with an ultimatum to close all their shipments to all U. K. ports 
with them at the rate of $1.20 and 28 cents, respectively, giving 
these shippers five days’ time in which to decide, and not giving the 
shippers the liberty of using competitive lines to London and Liver- 
pool, as in that case they would forfeit also the rates to other ports, 
to which no competitive lines are running. This, of course, deliverec. 
the shippers entirely into the hands of the conference, and they 
had no option but to accept the ultimatum. After the conference 
had issued this threat to shippers the competitive lines decreased their 
rates to $1.05 and 23 cents, respectively, which of course was not 
sufficient inducement. 


When this statement was repeated to a conference official 
he denied that there was any element of coercion of shippers, 
saying that the lines made the best proposition they could in 
order to meet competition, and that refusal to accept carried 
no disadvantage or penalty of any kind as compared with the 
previous or existing situation. 

At the regular monthly meeting of the North Atlantic- 
United Kingdom Freight Conference in New York, August 6, 
decision was reached not to take part in the issue created by 
the complaint of the South Atlantic ports to eliminate differen- 
tials in favor of Northern ports. The steamship lines took the 
attitude that the case was one for the ports to determine. The 
matter was discussed when a Baltimore representative urged 
the co-operation of the shipping lines in fighting the southern 
application. 

The conference extended the present open rates on flour 
through September, and made several minor rate adjustments. 

J. P. Magill, chairman of the Steamship Committee of the 
N. Y. Maritime Association, commenting on the statement is- 
sued by the Shipping Board in ordering an investigation of port 
differentials, said that if the board granted equality in ocean 
rates, New York interests would demand equality in rail export 
rates on the same basis. At present, he said, the southern 
ports were favored. 





TRADE NAME APPROVED 


The Shipping Board has approved the recommendation of 
the Fleet Corporation that the trade name “The Gulf-West Med- 
iterranean Line” be given to the service te be operated out 
of east and west Gulf ports to Portugal, Spain and North Africa, 
west of Bizerta, by the Tampa Interocean Steamship Company. 


MAKE SAN DIEGO PORT OF CALL 

The Williams Steamship Company has announced that with 
the sailing of the S. S. Willsolo, from Philadelphia, August 30; 
New York, Sept. 1; and Baltimore and Norfolk, Sept. 5; all 
vessels in its intercoastal trade will make San Diego, a reg- 
ular direct port of call, at established Pacific Coast rates. The 
shippers of San Diego are thereby given the advantage of a 
differential direct line with 15 day service. 


NO BIDDERS FOR HOG ISLAND 
On his return from an inspection of tied-up Shipping Board 
vessels at Hog Island, Philadelphia, President Palmer, of the 
Fleet Corporation, smiled at press reports from the Quaker 
City quoting him as saying that negotiations were under way 
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for sale of the Hog Island shipbuilding yards and that it was 
planned to make the yard the center of an industry as great 
as that of the war period. He said he had said nothing while 
in Philadelphia to warrant such statements. 

Mr. Palmer discussed with George C. Sproule, director 
of the Philadelphia Department of Wharves, Docks and Ferries, 
of the development of shipping service between Philadelphia 
and Irish ports. He said there was nothing definite with 
regard to the proposal at this time. 





CONSULAR INVOICES ON PARCELS TO PERU. 


Commercial Attache W. M. Pearce, Lima, has reported to 
the Department of Commerce that consular invoices covering 
parcel post packages to Peru may now be certified either by 
career or by honorary consuls residing in the place from which 
the goods are forwarded, under a supreme resolution issued by 
the President of Peru. This does away with the difficulties 
hitherto constantly encountered in trade transactions through 
regulations which authorized only career consuls to issue con- 
sular invoices on parcel-post shipments to Peru. Exporters were 
often compelled either to apply to points considerably distant 
from the place where the goods were forwarded or to dispatch 
them without the consular invoices, Mr. Pearce says. 


‘PROSPECTIVE SHIP SALES 


Inquiries have been received by the Shipping Board for steel 
cargo ships ranging from 8,000 to 10,000 deadweight tons, for 
tugs of the steeel ocean-going type, and for tankers, the latter 
for foreign account, says a statement issued by the board, con- 
tinuing as follows: 


The withdrawal of the Fleet Corporation from commercial towing 
in the New York District will release two harbor tugs for disposition. 
There has been an active demand for tugs of this type for the past 
two years and no doubt their advertisement for sale would result in 
keen competition for them. However, another government depart- 
ment is on record requesting that it be notified when disposition of 
any harbor tugs is contemplated, and accordingly a release from the 


department in question will have to be secured before the tugs are 
placed on the market. 





PALMER VISITS CHARLESTON 


President Palmer of the Fleet Corporation went to Charles- 
ton, S. C., August 5, to investigate the Fleet Corporation district 
offices there. He has been visiting the various district offices. 


CURRENT AMERICAN SHIPBUILDING 


On July 1, 1924, American shipyards were building or under 
contract to build for private shipowners 195 steel vessels of 173,- 
418 gross tons, compared with 194 steel vessels of 155,214 gross 
tons on June 1, 1924, according to the Department of Commerce. 

There were 27 wood vessels of 11,659 gross tons building 
or under contract to build for private shipowners during the 


same period, compared with 17 wood vessels of 5,799 gross tons 
on June 1, 1924. 


HOBOKEN SHORE LINE PROTEST 


The Trafic World New York Bureau 


The Port of New York Authority has made a protest to 
the Secretary of War against the proposed sale on August 26 of 
the waterfront property of the Hoboken Shore Line Railroad, 
adjacent to the Hamburg-American and North German Lloyd 
piers and within the district included in the plans for port de- 
velopment. Commissioner Julian A. Gregory and General Geo. 
W. Goethals, consulting engineer for the Port Authority, went 
to Washington to confer with Mr. Weeks. 

This property, which was taken over during the war by the 
Shipping Board, is needed by the Port Authority as part of Belt 
Line 13 for the proposed marginal railroad along the westerly 
side of the Hudson River and upper New York Bay. 

The attitude of the Port Authority toward the proposed sale 
was expressed as follows: 


The retention of the property and its sale to the Port Authority, 
together with the railroad, is essential in the effort to prevent the 
monopolization of the waterfront and terminal property by any of 
the competing carriers on the New Jersey side, to the exclusion of 
steamship usage. The Port Authority will regard the acquirement 
of the waterfront property by private interests as offering a chance to 
develop another independent railroad terminal, which would tend to 
dislocate the entire plans for the unification of the port facilities. 


BLUE STAR LINE SERVICE 


Announcement of resumption of the Blue Star Line refrig- 
erator service from Pacific coast ports to United Kingdom ports 
of call, including Glasgow, Liverpool, Southampton and London, 
is being made by its agents, the Admiral Oriental Line, Chi- 
cago. Service will begin with steamer being placed on loading 
berth in Seattle the last half of October, thence calling at 
Vancouver, Portland and San Francisco. German and Scanl- 
dinavian ports will also beincluded should inducements offer. 

The success that attended this service in the handling of 
last week’s apple crop shipments has been a factor in creating 
a further European market. 

Port conditions in Japan are returning to normal, as evi- 
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President Grant—One of the five sister ships—showing cargo handling — 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger serviee, 


An American Line operated for American shippers over 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 














especially designed for rapid handling from lighters on both sides of 


between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


the shortest, fastest route to the Orient. 


PRESIDENT MADISON ..............++--:: Aug. 12 
PRESIDENT McKINLEY................... Aug. 24 
PRESIDENT JACKSON ............0eeeeeee Sept. 5 
PRESIDENT JEFFERSON .... ..---------- Sept. 17 
a Be eee Sept. 29 


Direct Freighter Service 


Japan, Shanghai, Diints Taku Bar, Tientsin 


0 PT TT Te eee ete Aug. 21 
EE cccbcbtsiccetectevecieceesserenave Sept. 15 
We Co ocivccescccceresecse serves, Sept. 25 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacifie Electric Building. 

Portiand—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


)MIRAL ORIENTAL [|N 


MANAGING AGENTS 
U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 


THE TRAFFIC WORLD 









Atlantic - Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 


Baltimore New York Norfolk 
SANTA BARBARA} .... Aug. 20 Aug. 16 Aug. 21 
SANTA ROSA}....... Aug. 27 Aug. 23 Aug. 28 
UE goin acces Aug. 21 Aug. 28 Aug. 29 


THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 
SANTA PAULA}.... Aug. 13 Aug. 15 
SANTA OLIVIA}.... Aug. 20 Aug. 22 
VENEZUELA*...... Aug. 30 Sept. 1 


THEREAFTER EVERY WEEK 


Also call direct at Philadelphia, Pa., Wilmington, Del., and Oakland, Calif. 
*Call at Manzanillo, San Jose de Guatemala, La Libertad, Corinto, Canal 
Zone, Havana (Eastbound), Baltimore (Eastbound), Norfolk and New York 


FARES to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CORINTO sails from San Francisco August 9 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central ne Loe! — Calif. 


Sone. Saeco aerehamamie Bide, Me Norfolk, Southgate Fwd. & Stge.Co. 


Baltimore........... equitatle Bidg. Cleveland...... 630 Engineers Bldg. 
Pittsburgh, 410 State Theatre Bldg. Chicago........... 142 Clark St 
Philadelphia. ...... 240 Bourse Bldg. Cincinnati... .ccccces wynne B 


Wilmington, Del., Marine Terminal 








MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S. S. WM. A. McCKENNEY 
NN sais icin Awe te Aug. 9 


SCH SCC Ce HTSeABeCHSHSCH HOSS DE 


ee Cee 8 OO O48 O60 0 8:8 © 


Sailings every two weeks thereafter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
a 67 po a St., New York 


Louis, aS. Baltim 
Chigmiindelphin Mobile, New — 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 









































































































































































































































denced by the report from the Kobe office of the Admiral Ori- 
ental Line. The report says that shippers and forwarders will 
be interested to know that cargo for transshipment in any 
quantities can be handled expeditiously and efficiently. It is 
stated that there is no necessity for shippers insuring their 
cargo for thirty days’ delay at Kobe. 


“CARRIAGE OF GOODS BY SEA” BILL 


The new British “Carriage of Goods by Sea” Bill has how 
been passed by the House of Commons, and since it has already 
been through the House of Lords only formal stops are now 
required to make it part of the law of the land, taking effect 
from a date to be fixed by an Order in Council, says Trade 
Commissioner M. M. Mitchell, London, in a report to the De- 
partment of Commerce. The object of the bill, according to 
Mr. Mitchell, is to bring British shipping practice into line with 
the outcome of the International Conference on Maritime Law 
held in Brussels in October, 1922, and October, 1923. Continuing, 


the report says: 

At the first conference the delegates agreed unanimously to make 
various representations to their respective governments. At the sec- 
ond conference a draft convention for the unification of certain rules 
relating to bills of lading was amended and adopted. It is to give 
these rules so amended the force of law in Great Britain that the 
bill has been passed ‘‘with a view to establishing the responsibilities 
rights and immunities attaching to carriers on the bills of lading. 

So far as the period of voyage is concerned, the clauses in bills 
of lading which have relieved ship owners from responsibility for 
negligence will entirely disappear and in their place will be the rules 
which in the schedule follow the bill properly and which are the 
Hague rules of 1921 as revised and modified, and these standard _con- 
ditions will impose upon sea carriers liabilities which will be irre- 
ducible, that is, no other clause in the bill of lading will be able to 
lessen the carrier’s liakility though carriers will be free to surrender, 
by special clause in the bill of lading, any of the rights and immuni- 
ties allowed to them by the rules. On the other hand the bill proper 
states “there shall not be implied in any contract for the carriage of 
goods by sea to which the rules apply, any absolute undertaking by 
the carrier of the goods to provide a seaworthy ship.’”’ - . 

It was over this clause, and this clause only, that the discussion 
arose in the passage of the bill through either House, and the ob- 
jection was raised by certain members of the Labor party on the 
ground that it relieved ship-owners of the necessity of providing 
ships fit for seamen to trust their lives in. In reply to these criticisms 
Mr. Sidney Webb, president of the Board of Trade, explained that this 
clause did not remove any liability under the merchant shipping act, 
but merely defined the obligation by which any carrier of goods was 
held to guarantee the person whose goods he carried that they should 
be carried safely. He pointed out that paragraph 2 of clause 6 
specifically states ‘‘nothing in this act shall affect the operation of 
sections 446 to 450, both inclusive, 502 and 503 of the merchant ship- 
ping act, 1894, as amended by any subsequent enactment of the opera- 
tion of any other enactment for the time being in force limiting 
liability of the owners of sea-going vessels.’’ In other words, the 
owners of sea-going vessels are still required to guarantee their sea- 
worthiness and safety to the Board of Trade but not to the individual 
earrier or carriers for whom they are transporting goods. 

The reason for the apparently one-sided stipulation that, while the 
liabilities and obligations imposed on sea carriers may not be reduced 
beyond the minimum stated in the bill, the sea carrier may, by elec- 
tion, abrogate certain of his rights and immunities, is because of the 
large international dealings in bills of lading by third parties, such 
as bankers and indorsees, who cannot be expected to be privy to the 
technicalities of sea carriage, and who will thus be protected by the 
fact that there will be an irreducible minimum of liability on the 
part of the carrier for the period of the voyage which no other term 
of the bill of lading or agreement between shipper and carrier can 
alter. 

It is hoped that by facilitation dealings in bills of lading, and en- 
suring that if claims arise the terms of the bill will be enforcible, 
= a and international trade relations will be facilitated and im- 
proved. 

Clause 1 of the bill provides that its stipulations shall be applicable 
to the carriage of goods by sea in ships from any port in Great 
Britain or northern Ireland*to any other port whether in or outside 
Great Britain or northern Ireland. The next important clause is No. 
5 having to do with the weight or count of cargo inserted in the bill 
of lading when ascertained or accepted by a third party other than 
the carrier or the shipper, and states that under these circumstances, 
notwithstanding anything in the rules, the bill of lading shall not 
be deemed to be prima facie evidence against the carrier of the 
receipt of goods of the weight or count so inserted in the bill of 
lading, nor shall the accuracy thereof at the time ef shipment be 
deemed to have been guaranteed by the shipper. 

In the provision in the schedule attached to the major part of the 
bill it is declared that ‘“‘carrier’’ includes the owner of the charterer 
who enters into a contract of carriage with a shipper, that ‘“‘contract 
of carriage’ applies only to contracts of carriage covered by a Dill 
of lading, or any similar document of title, insofar as such document 
relates to the carriage of goods by sea included in bill of lading, or 
any similar document as aforesaid, issued under or pursuant to a 
charter party, from the moment at which such bill of lading or similar 
document of title regulates the relations between a carrier and a 
holder of the same; that ‘‘goods’”’ includes goods, wares, merchandises, 
and articles of every kind whatsoever, except live animals and cargo 
which by the contract of carriage is stated as being carried on deck 
and is so carried; that “‘ship’’ means any vessel used for the carriage 
of goods by sea, and that “carriage of goods’’ covers the period from 
the time when the goods are loaded on to the time when they are 
discharged from the ship. Article 3 of the schedule states that the 
carrier shall be bound before and at the beginning of the voyage to 
exercise due diligence to make the ship seaworthy; properly man, 
equip and supply the ship; make the holds, refrigerating and cool 
chambers, and all other parts of the ship in which goods are carried, 
fit and safe for their reception, carriage and preservation, and that, 
subject to the provisions of Article 4, the carrier shall properly and 
carefully load, handle, stow, carry, keep, care for the discharge the 
goods carried. Paragraph 3 of article 3 states that, after receiving 
the goods into his charge, the carrier, or the master or agent of the 
carrier, shall on demand of the shipper, issue to the shipper a bill 
of lading showing, among other things, the leading marks necessary 
for identification of the goods, as the same are furnished in writing 
by the shipper before the loading of such goods starts, providing such 
marks are stamped or otherwise shown clearly upon the goods if 
uncovered, or on the cases or coverings in which such goods are con- 
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tained, in such a manner as should ordinarily remain legible until the 
end of the voyage; either the number of packages or pieces, or the 
quantity, or weight, as the case may be, as furnished in writing by 
the shipper and the apparent order and conditions of the goods. It is 
provided, however, that no carrier, master or agent of the carrier, 
shall be bound to state or show in the bill of lading any marks, 
number, quantity, or weight which he has reasonable grounds for 
suspecting not accurately to represent the goods actually received, 
or which he has had no reasonablesmeans of checking. It is declared 
that such a bill shall be prima facie evidence of the receipt by the 
carrier of the goods as therein described. 

The shipper shall be deemed to have guaranteed to the carrier the 
accuracy of the time of shipment, of the marks, number, quantity, 
and weight, as furnished by him, and the shipper shall indemnify the 
carrier against all loss, damages, and expenses arising or resulting 
from inaccuracy in such particulars. The right of the carrier to such 
indemnity shall in no way limit the responsibility and liability under 
the contract of carriage of any person other than the shipper. 

In the matter of claim for loss the law states that unless notice 
of loss or damage and the general nature of the loss or damage and 
the general nature of the loss or damage be given to the carrier 
or his agent at the port of discharge before or at the time of the 
removal of the goods into the custody of the person entitled to the 
delivery thereof under the contract of carriage, or, if the loss or 
damage be not apparent, within three days, such removal shall be 
prima facie evidence of the delivery by the carrier of the goods as 
described in the bill of lading. Notice in writing need not be given if 
the state of the goods has at the time of their receipt been the sub- 
ject of joint survey or inspection. In any event the carrier and the 
ship shall be discharged from all liability in respect of loss or damage 
unless suit is brought within one year after delivery of the goods or 
the date when the goods should have been delivered. In case of any 
actual or apprehended loss or damage the carrier and the receiver 
shall give all possible facilities to each other for inspecting and tally- 
ing the goods. 

Paragraph 8 of article 3 of the schedule is the pertinent one, 
which provides that any clause, covenant, or agreement in a contract 
of carriage, relieving the carrier or the ship from liability for loss or 
damage to or in connection with goods arising from negligence, fault 
or failure in the duties and obligations provided in this article, or 
lessening such liabilities otherwise than as provided in these rules, 
shall be null and void and of no effect, but a benefit of insurance or 
similar clause shall be deemed to be a clause relieving the carrier 
from liability. Paragraph 1 of article 4 provides that neither the 
earrier nor the ship shall be liable for loss or damage arising or 
resulting from unseaworthiness unless caused by want of due diligence 
on the part of the carrier to make the ship seaworthy, and to secure 
that the ship is properly manned, equipped and supplied, and to make 
the holds, refrigerating and cool chambers, and all other parts of the 
ship in which goods are carried fit and safe for their reception, car- 
riage, and preservation. Whenever less or damage has resulted from 
unseaworthliness the burden of proving the exercise of due diligence 
shall be on the carrier or other person claiming exemption under this 
section. Paragraph 2 provides that neither the carrier nor the ship 
shall be responsible for loss or damage arising or resulting from act, 
neglect, or default of the master, mariner, pilot, or. the servants of 
the carrier in the navigation or in the management of the ship; fire, 
unless caused by actual fault or privity of the carrier; perils, damages, 
and accidents of the sea or other navigable waters; acts of God; 
acts of war; acts of public enemies; arrest or restraint of princes, 
rulers, or people, or seizure under legal process; quarantine restric- 
tions, act or omision of the shipper or owner of the goods, his agent 
or representative; strikes or lockouts, or stoppage or restraint of 
labor from whatever cause, whether partial or general; riots and civil 
commotion; saving or attempting to save life or property at sea; 
wastage in bulk or weight or any other loss or damage arising from 
inherent défect, quality, or vice of the goods; insufficiency of packing; 
insufficiency or inadequacy of marks; latent defects not discoverable 
by due diligence; any other cause arising without the actual fault or 
privity of the carrier, or without the fault or neglect of the agent or 
servants of the carrier, but the burden of proof shall be on the per- 
son claiming the benefit of this exception to show that neither the 
actual fault or privity of the carrier nor the fault or neglect of the 
agent or servants of the carrier contributed to the loss or damage. 

Article 3 provides that the shipper shall not be responsible for 
loss or damage sustained by the carrier or the ship arising or resulting 
from any cause without the act fault or neglect of the shipper, his 
agents, or servants. 


The remaining paragraphs of article 4 cover the usual clauses as 
to the right of the ship to deviate from her prescribed course for the 
purpose of saving life, or any other reasonable purpose, limiting the 
loss On any one package to £100 unless previously declared, and the 
customary provisions as to the shipment of explosives or inflammable 
materials. 

Article 5 declares the carrier shall be at liberty to surrender 
wholly or in part all or any of his rights and immunities, or to in- 
crease any or all his responsibilities and liabilities under the rules 
contained in any of these articles, provided such surrender or in- 
crease Shall be embodied in the. bill of lading issued to the shipper, 
and provides that nothing in these rules shall be held to prevent the 
insertion in a bill of lading of any lawful provision regarding general 
average. 

Article 6 provides that, notwithstanding the provision of preceding 
articles, a carrier, master, or his agent, and shipper shall in regard 
to any particular goods be at liberty to enter into any agreement, in 
any terms, as to the responsibility and liability of the carrier for 
such goods, and as to the rights and immunities of the carrier in re- 
8pect of such goods, or his obligation as to seaworthiness, so far as 
this stipulation is not contrary to public policy, or the care or diligence 
of his servants or agents in regard to the loading, handling, stowage, 
carriage, custody, care, and discharge of the goods carried by sea, 
provided that in this case no bill of lading has been or shall be issued 
and that the terms agreed shall be embodied in a receipt which shall 
be a non-negotiable document and shall be marked as such. Any 
agreement entered into as above shall have full legal effect provided 
that this article shall not apply to ordinary commercial shipments 
made in the ordinary course of trade, but only to other shipments 
where the character or condition of the property to be carried, or 
the circumstances, terms, and conditions under which the carriage 
is Lod be performed are such as reasonably to justify a special agree- 
ment. 

In the original drafting of this new bill various objections were 
raised by the coasting trade, the coal trade, and part of the timber 
trade, but these objections were overcome in conference and it is 
believed that the bill as ndbw drawn and passed will have the general 
approval of the shipping and carrying trade. In fact one big shipping 
firm, Messrs. Furness Withy & Co. have already issued more than 
fifty thousand bills of lading incorporating the Hague rules, which 
are practically similar to those contained in the new bill, without 2 
single case of litigation, or even a dispute as to the meaning and 
construction of the terms. 
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August 9, 1924 


Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT HAYES” 


Sails from NEW YORK, August 21, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Los Angeles Honolulu Shanghai Manila Penang 
San Francisco Kobe Hong Kong Singapore Colombo 


‘PRESIDENT VAN BUREN’ 


Sails from SAN FRANCISCO, August 7, 1924 
(and a sister ship every fourteen days thereafter) to the ports of 
Honolulu Shanghai Manila Penang 
Kobe Hong Kong Singapore Colombo 
Direct Sailings also to Java Ports 
THROUGH BILLS OF LADING—For the convenience of Exporters and Importers, 
through bills of lading will be issued at point of shipment from all interior points 
in the United States and Canada to Foreign ports and from foreign ports to interior 


destinations in the United States and Canada, via New York, Boston, San Fran- 
cisco or Vancouver. 


Dependable Service Regular Sailings © Unsurpassed Facilities 


For all information’as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 



















































NEW YORK CITY CHICAGO, ILL. 

15 Moore Street 112 W. Adams St., Cent. 0906 
BALTIMORE............. Stewart Bldg. | SAN FRANCISCO... .Robert Dollar Bldg. 
BOSTON.......-----++« 111 Summer St. LOS ANGELES........ 626 S. Spring St. 
NORFOLK........... 128 W. Bute St. SEATTLE............ L.C. Smith Bldg. 
PHILADELPHIA. ...... 106 S. Fourth St. VANCOUVER... 402 Pender St. West 








HROUGH heat or cold, Balsa Wood 

Boxes maintain a practically even 
temperature. Balsa Wood Boxes pro- 
vide equal insulation to the products 
within against heat and cold. 


Strong and resilient, these boxes are 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 





Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 


From New York Westbound Eastbound from San Francisco Los Angeles 
S.S. Kroonland Aug. 14 S.S. Manchuria Aug.23 Aug. 25 
S.S. Finland Aug. 28 S.S. Kroonland Sept. 6 Sept. 8 
S.S. Manchuria Sept. 18 S.S. Finland Sept. 20 Sept. 22 


and regularly thereafter 
ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bldg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 






Best for Perishables— 


Balsa Wood Boxes 


light and will not chip or split. One 
box has traveled over 25,000 miles 
already and is still in service. 


Their value to shippers of perishables 
and semi-perishables is obvious—they 
cut costs. 


Made in any size desired. Write for 
costs and other information. 


BALSA BOX DEPARTMENT 


The Fleischmann Transportation Company 


New York, 699 Washington St. 


Chicago, 327 So. La Salle St. 


Baltimore San Francisco Buffalo 





Seattle Boston 





St. Louis Langdon, D. C. Peekskill, N. Y. 


Cincinnati 
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Robert A. Olsen has been made New England freight agent 
of the Western Maryland at the newly opened New Engiand 
agency at Boston. R. A. Wogan has been made traveling freight 
agent and C. A. Duprey, chief clerk of the new agency. Olney 
B. Day and Ray E. Miner have been appointed traveling freight 
representatives at St. Louis. Irving C. Kuhns has been made 
traveling freight agent at Kansas City. Percy E. Field has been 
appointed to the same position at Chicago. 

F. M. Johnson has been made assistant to the vice-president 
of the Southern Steamship Company at Houston. T. P. Bartle 
has been appointed commercial agent at Houston. D. D. Karn 
has been made agent at Dock No. 4, Houston. Walter A. Biel- 
stein has been appointed commercial agent and F. L. Evans, 
soliciting freight agent at San Antonio. E. M. Sones has been 
made commercial agent and M. G. Scovell, soliciting freight 
agent, at Fort Worth. H. T. Lindsey has been appointed gen- 
eral agent, in charge of Texas solicitation, at Houston. 

Henry G. Schutt has been made general agent, in charge of 
the newly opened traffic agency of the Boston & Maine, at 
Memphis. 

C. B. Bowling, formerly traffic manager of the Arkansas 
Cotton Growers’ Co-operative Association, has been appointed 
traffic manager of the American Cotton Growers’ Exchange at 
Memphis. D. L. Carter, formerly assistant traffic manager of 
the Arkansas association, succeeds Mr. Bowling with that organ- 
ization. 

F. T. Randall, formerly traffic manager of Lyon & Healy, 
Chicago, has been appointed traffic manager, in charge of the 
newly opened traffic department of the Central Manufacturing 
District, Inc., Los Angeles. Mr. Randall has also been retained 
by the Westland Distribution & Storage Warehouse Company as 
traffic counselor to all concerns contracting for Westland space 
and service. 

Cc. F. Kuehl has been made general freight and passenger 
agent of the Manistee & North-Eastern, at Manistee, Mich. 

J. G. Carli, for the last three years general manager of the 
Georgia Peach Growers’ Exchange, has been appointed general 
freight agent of the Missouri Pacific. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Atlanta, met at luncheon July 28 and 
voted to hold its annual outing at Tullulah Falls, August 15 
and 17. 





The Traffic Club of Newark will hold its annual outing at 
Mazdabrook Farms, September 4. The club will hold its first 
monthly meeting of the fall season September 8, at Stetter’s. 





The Transportation Club of Louisville will hold its mid- 
summer outing at- Rose Island August 19. The members and 
guests will board the steamer “America” early in the afternoon 
and will spend the remainder of the day and evening on the 
Island. 





The Traffic Club of Syracuse (N. Y.) and the Rochester 
Traffic Council held their fourth annual joint outing at Lakeside 
Park, Owasco Lake, July 24. 





All the resolutions adopted at the convention of the Asso- 
ciated Traffic Clubs of America in Detroit last April have now 
been ratified by a majority of the member clubs and will be 
sent to the persons to whom they are addressed and whom they 
concern. 


INTERLOCKING DIRECTORATES, ETC. 


James H. Fraser has been authorized to hold a directorship 
with the Birmingham Belt Railroad Company and various other 
lines, in addition to positions previously authorized. 

Roy G. Brownell, G. W. Childs, C. S. Du Belle, W. H. Hark- 
ness, W. G. Horton, Wm. H. Hough, A. F. Jones, Wm. McAdoo, 
Jr., A. W. Mallinson, Lou C. Mourey, Peter M. Newman, J. F. 
Sisley, A. R. Spicer, Louis C. Warren and Harry J. Welsh have 
been authorized to hold various positions with the Susquehanna 
& New York Railroad Company and Tionesta Valley Railway 
Company. 

Marshall D. Cloyd has been authorized to hold the positions 
of assistant secretary and assistant to president of the Texas 
& Pacific Railway Company, secretary and treasurer of Texas 
Pacific-Missouri Pacific Terminal Railroad of New Orleans and 
director of the Weatherford, Mineral Wells & Northwestern 
Railway Company. 

Charles Henry Redington has been authorized to hold the 
position of vice-president of the Southern Pacific Railroad Com- 
pany in addition to positions previously authorized. 

Albert P. Smirl has been authorized to hold the positions of 


316 THE TRAFFIC WORLD 





Vol. XXXIV, No. 6 


assistant traffic manager of the Texas & Pacific Railway Com. 
pany and joint general freight agent and director of the Texas 
Pacific-Missouri Pacific Terminal Railroad of New Orleans. 

John Norman Wilson has been authorized to hold the posi- 
tions of secretary of the Aliquippa & Southern Railroad Com- 
pany and of the Monongahela Connecting Railroad Company in 
addition to other positions previously authorized. 

Edward Hines, L. L. Barth, Mortimer L. Hudson and Ed. 
ward H. Thomas have been authorized to hold the positions of 
president, vice-president, secretary and treasurer, respectively, 
with the Mississippi Southern Railroad and Superior & South- 
eastern Railway Company. 


REFRIGERATION MINIMUM 


The Trafic World Washington Bureay 


The railroad commissioners of Florida have sent to the Com- 
mission for filing a complaint by them against the Aberdeen & 
Rockfish et al., asking that defendants be commanded to cease 
and desist from applying to shipments of celery from Florida 
in short refrigerator cars the minimum applicable to such ship- 
ments in standard or long refrigerator cars; that the Com- 
mission determine and prescribe for the future a just and rea- 
sonable carload minimum on shipments of celery precooled or 
under refrigeration in such short refrigerator cars from Florida 
to all destinations; that the carriers be required to amend their 
tariffs by incorporating therein in connection with their freight 
rates from Florida on celery, a rule specifying in substance 
that where the carrier, for its convenience, furnishes a short 
refrigerator car for the shipment of celery, the carload mini- 
mum shall be as prescribed by the Commission in this proceed- 
ing, and the freight rate applicable shall be the rate applicable 
on shipments of celery under refrigeration in standard or long 
refrigerator cars, and that reparation be awarded on shipments 
of celery from Florida in short refrigerator cars to all destina- 
tions, subsequent to January 1, 1923. The complaint is signed 
by R. Hudson Burr, chairman, and James E. Calkins, counsel. 

In the complaint, the Florida railroad commissioners allege: 


That the published tariff minimum on celery precooled or 
under refrigeration, carload, from all producing points in Florida 
to all destinations in the United States and the Dominion of 
Canada is 350 standard crates of 50 pounds each, or 17,500 pounds. 

That said precooled or refrigeration minimum on celery from 
Florida was established some years ago, and at a time when the 
refrigerator cars generally used in the Florida service were 
of the inside length measurement between ice tanks of 32 feet 
and 5% inches, or over; and such minimum of 350 standard crates, 
so established, was based upon and prescribed for refrigerator 
cars of such dimension, which cars are hereinafter called, for 
brevity, long refrigerator cars. 

That during the Florida celery shipping season of 1923-24, 
the initial Florida carriers, parties defendant hereto, during a 
refrigerator car shortage, assigned for celery loading and ship- 
ments under refrigeration or precooled some four or five hundred 
short refrigerator cars of various markings, measuring between 
ice tanks in length anywhere from 28 feet and 8% inches to 31 
feet and 6 inches (mostly 29 feet 105 inch cars) to shippers of 
celery at Sanford, Bradentown, Beck, Hammock, Whitner, Wag- 
ner, Rands, Brissons, Moores, Sipes, Beardall, Clydes, Monroe, 
Duttons, Oviedo, Mecca, Oneca, Manatee, Minorville, Cameron 
City and Markham, Florida, which cars are hereinafter called, 
for brevity, short refrigerator cars. ; 

That said short refrigerator cars, so assigned to Florida 
shippers for celery loading and shipment under refrigeration or 
precooled, could not be reasonably and safely loaded to the pub- 
lished tariff minimum of 350 standard crates of 50 pounds each, 
and were not so loaded; such cars, generally, only being able to 
reasonably and safely receive, load, and refrigerate from 294 to 
315 standard crates of celery. : 

That it is to be reasonably expected the Florida carriers will 
in the future, in the event of another refrigerator car shortage, 
assign some of said short refrigerator cars to Florida shippers 
for the movement of celery from Florida; and said tariff mini- 
mum of 350 standard crates of 50 pounds each is, for such short 
cars, unjust and unreasonable and in violation of Section 1 of the 
Interstate Commerce Act, in that said short cars will not reason- 


ably and safely load and refrigerate celery to the prescribed tariff 
minimum. 


CONDITION OF LOCOMOTIVES 

Class I railroads on July 15 had 11,772 locomotives in need 
of repair, 18.3 per cent of the number on line, according to 
reports filed by the Carriers with the car service division of 
the American Railway Association. This was an increase of 738 
locomotives over the number in need of repair on July 1 at 
which time there were 11,034, or 17.1 per cent. Of the total 
number 6,428, or ten per cent, were in need of classified repairs, 
an increase compared with July 1 of 393 while 5,344, or 8.3 
per cent, were in need of running repairs, an increase of 345, 
compared with the first of the month. 

Class I railroads on July 15 had 7,141 serviceable locomo- 
tives in storage being held for the anticipated seasonal increase 
in freight traffic in the fall of the year. This was an increase 
of 24 over the number in storage on July 1 and the largest 
number of serviceable locomotives in storage at any one time 
since May, 1922. 

In the first fifteen days in July, 23,488 locomotives were 
repaired and turned out of the shops, compared with 25,791 
the last half of June. 
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MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


STORAGE - 


Not a Dissatisfied Customer 





Reasonable Rates 


MERCHANDISE - 


HAY - GRAIN - 


POOL CAR DISTRIBUTION 


Lowest Insurance - 


LARGEST MERCHANDISE WAREHOUSES 


AUTOMOBILES 


Prompt Service 





Mr. Manufacturer: - 


Your warehousing and distribution 
problems made easy in our Warehouses 





MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 


General Offices :—15th Floor, Central Bank Building 


Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 
portion of traffic between 
Northern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service 
between the following rail- 
roads: 


Peoria & Pekin Union Railway Company. 


cago 

Chicago, Burlington & \—~4 Railroad 
Chicago, Peoria & St. Louis 
Chicago, Rock Island & Pacific Railway Com 


Cleveland, 
Illinois Central Railroad 


Com pany. 


Railroad tg ol 
Cincinnati, i. ae & or Louis Railway Co. 


MEMPHIS, TENN. 


Illinois Traction System. 
Minneapolis & St. Louis Railroad Com 
New York, ae & L. RB. B. Co, tL & W. Dist.). 


Pennsylvania 
Peoria Railway Term: 


Terminal. 


Toledo, Peoria & Western Railroad. 
Freight Rates on through traffic via other gateways 


ny FM 


between 
\enemeeiimmeseien equalize via Peoria, Illi- 


Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 
gested gateways. Traffic is 
handled with sufficient dis- 
patch to avoid congestion, 
thus affording regular and 
expeditious service in the 
movement of all through 
traffic. 


Peoria and Pekin Union Railway 
Company has unexcelled facilities 
for carrying on local and indus- 
trial traffic at and between Pe- 
oria and Pekin, Ill., and serves 
efficiently all industries located upon 
its rails. Peoria freight rates ap- 
ply to and from all industries in 

the Peoria-Pekin Switching Dis- 
trict. 


PEORIA & PEKIN UNION RAIDWAY @. 


INQUIRIES SOLICITED 


UNION STATION =~ PEORIA, /LL. 













































































































































































WENATCHEE LINE APPROVED 


After having had before it the application of the Wenatchee 
Southern Railway Company for authority to construct and oper- 
ate a line of railroad in Chelan, Kittitas and Benton counties, 
Washington, to serve the Wenatchee fruit district, since Jan- 
uary, 1922, the Commission, by a six-to-five decision, has ap- 
proved the application in a report in Finance Docket 1398,+90 
I. C. C., 237-60. With new construction and trackage rights the 
line will cover a distance of approximately 132 miles. The 
Great Northern, which also serves the Wenatchee district, op- 
posed the granting of the application, Commissioner Aitchison 
wrote the dissenting opinion which was concurred in by Chair- 
man Hall and Commissioners Meyer, Esch and Lewis. Permis- 
sion to retain excess earnings was granted. 

Summarizing the issues involved, the Commission said: 


The bases for the application are that the Wenatchee district, 
now served only by the Great Northern, needs a direct and open con- 
nection with other transcontinental lines, and additional routes to 
and from Pacific coast points; that the territory between Wenatchee 
and Kennewick is in need of transportation facilities; and that the 
northern and central portions of central Washington need more ade- 
quate railroad connection. In opposition, protestant urges that its 
facilities are, and in the future will be adequate to the needs of the 
Wenatchee district; that the proposed connection with other trans- 
continental lines would not improve transportation facilties in the 
Wenatchee district; that no appreciable development would result 
from the construction; that the prospective traffic does not warrant 
the expenditure necessary, and would not support the road after con- 
struction; and that the proposed line would unnecessarily deprive 
protestant of traffic for which it has made adequate provision. 


The Commission. said the applicant’s proposal apparently 
originated in the dissatisfaction of apple growers and dealers 
of the Wenatchee district with the service rendered by the 
protestant. These growers and dealers testified, the report 
said, that in almost every peak season the protestant did not 
furnish sufficient cars, and frequently delayed the movement of 
the crop to market beyond the period of refrigeration and ven- 
tilation. Protestant contended that the embarrassment suffered 
by Wenatchee apple shippers in times of fluctuation of car sup- 
ply was not due to inadequate transportation service but largely 
to insufficient storage. The Commission said that clearly the 
district had from time to time suffered considerable damage 
from delay in getting its apples to market. It referred to the 
severe car shortage of 1922 and said its effect on the entire 
Northwest was described in Transportation Facilities in North- 
west Pacific States, 87 I. C. C., 472. 


Discussing the financial aspects of the project, the Com- 
mission said apparently the earnings in prospect would be in- 
sufficient for some time to sustain the project as an independent 
enterprise, but it argued that ability to earn was not the sole 
test of public convenience and necessity, although always a fac- 


-tor to be given consideration. Continuing, the Commission 
said: 


When such ability is shown to exist a strong presumption may 
arise that public need for the new facility exists. When not shown 
to exist it may frequently be concluded that such need is too slight 
to warrant the expenditure necessary for the proposed construction. 
When it is established, however, that a project will render important 
public service, and its sponsors are willing to assume the risk of 
loss in the expectation of ultimate gain either directly through the 
property or indirectly through benefits to themselves and to the 
shipping community, the requirements as to the public interest may 
be fully satisfied, although losses to investors seem more probable 
than gains. We are to consider what is best in order to foster, 
build, and make efficient transportation facilities as a whole in the 
interest of the greatest number. Where only the private aspect is 
involved, individuals are at liberty to take risks. So far as the pub- 
lic is concerned, the advantages of new or better service may be 
so great as to justify increasing the burden upon shippers generally 
by the amount necessary to sustain the facility. If it should prove 
later, however, that the line, because of competitive conditions, lacks 
of business, or other circumstances, can not be operated profitably 
under fair divisions and fair rates, the burden of the loss would 
properly fall upon the investors and not upon the shipping public. 
Our approval of a new enterprise neither constitutes nor requires 
a finding that such enterprise will prove successful. Our responsi- 
bility is to determine the public interest involved in the construction 
of the line. The history of railway construction illustrates that pros- 
pective tonnage depending for its development upon transportation 
facilities, rather than tonnage immediately in view, has been the 
main justification for railway construction. Progress has involved 
risks. It is not to be presumed that the Congress contemplated dis- 
earding, as insufficient, conditions which in the past have furnished 
the warrant for a constructive policy in the upbuilding of the system 
of transportation. It is rather to be presumed that the Congress did 
not contemplate an interpretation of its enactment which, applied 
as a policy in the past, would have prevented the construction of 
many railway properties now serving the public interest in an im- 
portant way. Prospective earnings or losses may ‘properly be con- 
sidered as one of the factors evidencing the public interest, but, 
taken alone, do not determine whether a particular enterprise is or 
is not required by public convenience and necessity. 

The significance of the financial aspect may vary in different 
cases. Certainty of failure to earn may have effect different from 
uncertainty of earnings or as to the time when they are to be real- 
ized. A prospect for earnings not free from uncertainty may justify 
the granting of a certificate permitting the construction of a line, 
the subsequent abandonment of which may be authorized on demon- 
stration of futility of the prospect. Cases must be determined by 
the particular facts presented regarding them, and it is not possible 
to state a rule applicable alike to all. Circumstances may warrant 
the drawing of final conclusions regarding the financial aspect be- 
fore the issuance of a certificate authorizing construction, or, con- 
versely, may justify deferring such consideration. 

Important and growing industries on the line proposed are shown 
to require efficient transportation. Notwithstanding ail that may be 
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said favorable to the Great Northern and its present service, it has 
failed at times to meet demands made upon it. Advantages to ship- 
pers of an additional outlet for their product is apparent. The per- 
ishable nature of the apple crop and the conditions under which it is 
marketed render it desirable that transportation facilities of the 
highest order be available to shippers at Wenatchee and vicinity. The 
assurance of access to lines other than the Great Northern at the 
critical periods in the crop movement is a factor of prime impor- 
tance to such shippers and clearly is in the public interest. It is 
probable that the competition afforded would stimulate the Great 
Northern to further improve its service. Competition, within reason, 
rather than monopoly, is in the public interest. It would seem that a 
more pronounced policy of cooperation and coordination upon the 
part of connecting carriers, designed to make their transportation 
facilities available to the greatest possible number of shippers, would 
prompt the construction and operation of the project by such car- 
riers as a joint facility. Whether or not such carriers will benefit 
sufficiently by the construction of the line to be willing to take part 
in its construction or to assist those who now propose to build it, 
we conclude that public convenience and necessity require its con- 
struction. 

Questions as to financing the proposed construction and the char- 
acter of securities to be issued are not now before us. They will be 
considered when appropriate application is made under Section 20a 
of the act. 


In the dissenting opinion, Commissioner Aitchison said it 
was practically certain that the line as proposed could not for 
a considerable number of years meet its operating expenses 
and capital charges. In addition, he said, the plan for financ- 
ing construction was indefinite and of questionable soundness. 
Continuing, he said: 


Though a demonstration that success would attend a projected 
railroad enterprise is not indispensable to the grant of a certificate 
authorizing construction, the prospective earnings are a considera- 
tion of weight in determining the relative public convenience and 
necessity involved. The likelihood of continued loss is cogent evi- 
dence that the public interest does not require the proposed facilities. 
A long-continued inability to meet expenses and fixed charges might 
well lead to impairment of service or complete failure to meet the 
requirements of the public through bankruptcy and_ receivership 
or through actual abandonment of the line, with attendant losses to 
investors who might have placed some reliance upon our Certifi- 
cate. The greatest burden, in the event of failure, generally falls 
upon those who invest in homes, business enterprises, schools, and 
churches along the projected line. These people are likely to lose 
everything, while investors in an abandoned railroad lose only their 
investment in an enterprise which they knew to be speculative. But 
during the life-or-death struggle the expense of operation, including 
maintenance, must be met by somebody. If not met by the shippers 
over the projected line, it will fall, directly or indirectly, upon 
shippers over connecting lines, or else impair to that extent the 
ability of those connecting lines to serve their patrons. This burden 
should not be laid upon the public unless there is reasonable as- 
surance that the public benefit to result from construction and 
operation of the projected line will at least offset the public burden. 
Such assurance is not given upon this record, nor is it to be found 
in exposition of general views, not shared by all of us, as to what 
matters may be considered seriously upon applications for certifi- 
cates. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended August 2 were about the same as the preceding week, 
when they totaled approximately 19,000 cars, according to the 
weekly report of the Bureau of Agricultural Economics of the 
Department of Agriculture. The totals from the summary of 
carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

Total Total 

Shipping districts July 27- July 20- July 29- this last Total 

and approximate Aug. 2 26 Aug. 4 season to season to last 


a. enone seasons 1924 1924 1923 Aug.2 Aug. 4 ~- Season 
Apples— 

Rk oss eve ociowe ste 700 *738 868 *2762 4119 138631 
Cabbage— 

Se Ce ee re 136 110 247 17691 13756 37247 
Cherries— 

Co ae ee 110 *165 119 1949 *2439 *2486 
Cantaloupes— 

SES ners 755 *1529 1701 *21504 18168 25877 
Honeydews— 

JS rere 205 51 jek Te - 8 Raakes panes 
Cucumbers— 

os ere 179 *250 109 *5927 5050 5692 
Grapes— 

Co ONT Ee 489 441 562 1256 1032 65360 
Lemons 

ee 235 26 201 11170 7361 8194 
Lettuce— 

ee, ee 49% 454 557 23746 21420 27714 
Mixed Deciduous Fruits— 

. RE ae 426 *391 620 *2932 5344 $066 
Mixed Vegetables— 

., SASS 639 539 693 17588 14712 23803 
Onions— 

ae ee 423 *545 523 *7213 6149 29483 
Oranges— 

BONNEY 4::éc'e;9-0-erinOthacg etek 507 634 750 70114 64028 68406 
Pears— 

IEE oo we eh aaah aude 870 701 944 3163 4709 18460 
Peaches— 

ee 4031 *4323 2531 *16915 14850 33512 
Plums and Prunes— 

SEE c10LG SK vibes «Sin $5 88 104 1284 2170 6783 
Sweet Potatoes— .. 

RE arg eels 0.8 <We-0- 0 92 58 73 292 239 13935 
Watermelons— 

Rea ee 4212 *4094 2468 *52600 23907 33010 
Tomatoes— 

ND 2atte Os emcees 442 *276 244 *16550 15171 24116 
Potatoes— 

CS eae csvsesseem T3T6d 3050 *50724 39889 *241086 
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- Ranks high as a bunker port. Reasons: quality of coal, low prices and quick service. 
Everybody benefits and consequently the discriminating ship captain and vessel owner 
insist upon ‘‘New River,” ‘‘Kanawha’”’ or ‘‘Logan”’ coal for steaming purposes. 
















Full cargoes of these ‘“‘better’’ fuels are sent from Newport News to coastwise points as 
well as to all parts of the world to meet the needs for efficient and economical coals. 


‘“‘A better coal for every purpose’”’ can be supplied from mines on the Chesapeake and 
Ohio Railway. Let us convince you! 


CHAMBER OF COMMERCE, Newport News, Va. 








F. M. WHITAKER, Vice-President, C. & O. Ry. Co., F. H. CUMMINGS, Assistant Coal Freight Agent, C. & O. Ry. Co. 
Richmond, Va. Cincincinnati, Ohio. 
A. M. DUDLEY, General Coal Freight Agent, C. & O. Ry. Co., F. A. HARMON, Coal Service Agent, C. & O. Ry. Co. 


Richmond, Va. Chicago, II. 





View of the Spokane St. Public Terminal Showing Canned Salmon 
Warehouses, and Largest Cold Storage Plant West of Omaha. 


This Terminal is Especially Equipped for Cold Storage 
and Handling of —APPLES, CRUSHED BERRIES, 
FRESH, SALT, SMOKED and MILD CURED FISH. 


General Offices—Bell St. Terminal Seattle, Washington 








































































































































































REVENUE FREIGHT LOADING 


Revenue freight loading declined slightly the week ended 
July 26, the total number of cars having been 925,859, as com- 
pared with 930,284 the preceding week and 1,041,415 and 848,858 
cars in the corresponding periods of 1923 and 1922, respectively, 
according to the weekly statement of the car service division 
of the American Railway Association. : 

As compared with the preceding week, increases were re- 
ported in the loading of grain and grain products, coal, coke, 
forest products, merchandise, L. C. L., while decreases were 
reported in the loading of live stock, ore and miscellaneous 
freight. 


Loading by districts the week ended July 26 and for the 
corresponding period of 1923 was as follows: 


Eastern district: Grain and grain products, 7,657 and 9,785; 
live stock, 2,576 and 3,122; coal, 40,417 and 55,525; coke, 1,606 
and 4,180; forest products, 5,791 and 6,317; ore, 5,949 and 9,204; 
merchandise, L. C. L., 65,243 and 65,295; miscellaneous, 88,497 and 
96,441; total, 1924, 217,736; 1923, 249,869; 1922, 196,801. 

Allegheny district: Grain and grain products, 2,918 and 
4,146; live stock, 2,494 and 2,443; coal, 38,800 and 60,308; coke, 
3,245 and 7,004; forest products, 3,109 and 3,629; ore, 9,576 and 
16,702; merchandise, L. C. L., 49,450 and 49,280; miscellaneous, 
78,175 and 83,304; total, 1924, 187,767; 1923, 226,816; 1922, 176,897. 

Pocahontas district: Grain and grain products, 200 and 421; 
live stock, 165 and 151; coal, 28,311 and 29,957; coke, 334 and 508; 
forest products, 1,627 and 2,156; ore, 110 and 231; merchandise, 
L. Cc. L., 6,985 and 6,745; miscellaneous, 4,107 and 4,471; total, 
1924, 41,839; 1923, 44,640; 1922, 25,572. 


Southern district: Grain and grain products, 3,606 and 5,014; 
live stock, 1,811 and 2,240; coal, 17,154 and 22,246; coke, 755 and 
1,061; forest products, 21,389 and 23,853; ore, 1,201 and 2,087; 
merchandise, L. C. L., 36,622 and 37,798; miscellaneous, 45,143 
and 39,000; total, 1924, 127,681; 1923, 133,299; 1922, 113,246. 


Northwestern district: Grain and grain products, 9,098 and 
10,405; live stock, 7,934 and 9,249; coal, 5,307 and 9,422; coke, 666 
and 975; forest products, 14,875 and 20,516; ore, 34,002 and 52,186; 
merchandise, L. C. Il... 30,041 and 31.160: miscellaneous, 36,959 and 
38,776; total, 1924, 138,882; 1923; 172,689; 1922, 150,843. 


Central Western district: Grain and grain products, 19,601 
and 17,062; live stock, 9,756 and 11,000; coal, 11,822 and 12,938; 
coke, 334 and 371; forest products, 10,422 and 12,526; ore, 3,274 
and 2,818; merchandise, L. C. L., 35,243 and 35,096; miscellaneous, 
55,386 and 58,554; total, 1924, 145,788; 1923, 150,365; 1922, 130,000. 

Southwestern district: Grain and grain products, 6,881 and 
6,324; live stock, 2,509 and 3,105; coal, 4,246 and 4,420; coke, 136 
and 166; forest products, 8,462 and 8,818; ore, 411 and 405; mer- 
chandise, L. C. L., 14,786 and 14,761; miscellaneous, 28,735 and 
25,738; total, 1924, 66,166; 1923; 63,737; 1922, 55,499. 


Total, all roads: Grain and grain products, 49,961 and 
53,157 live stock, 27,245 and 31,310; coal, 146,057 and 194,816; 
coke, 7,076 and 14,265; forest products, 65,675 and 77,815; ore, 
54,523 and 83,633; merchandise, L. C. L., 238,370 and 240,135; mis- 
cellaneous, 336,952 and 346,284; total, 1924, 925,859; 1923, 1,041,415; 
192, 848,858. 


COAL PRODUCTION AND SHIPMENT 


“Soft coal production turned upward again the week ended 
July 26,” says the Geological Survey in its current coal produc- 
tion report which in part follows: 


The total estimated output, including lignite, coal coked, mine 
fuel, and local sales is placed at 7,564,000 net tons, an increase of 
163,000 tons. The railroad reports indicate that the improvement was 
general except in the Allegheny region. The principal increases in 
loadings were on the lines of railroads serving the Southern region. 

The production of anthracite appears to have found a temporary 
level just above 1,800,000 tons a week. Using as a basis the cars 
loaded by the principal anthracite originating roads, it is estimated 
that the total output in the week ended July 26 was 1,837,000 net 
tons, a decrease of 3,000 tons. At this time last year production was 
steady at a weekly rate in excess of 2,000,000 tons, an increase over 
the present rate of 13 per cent. This does not indicate that the rate 
of production is now below normal, and in fact it is practically the 
same as at the corresponding dates of 1919,1920, and 1921. 


The all-rail movement of bituminous coal into eastern New York 
and New England remained practically unchanged in the week ended 
July 26. Reports from the American Railway Association show that 
2,286 cars were forwarded over the Hudson as against 2,268 cars in 
the preceding week. Anthracite shipments, however, declined from 
3,652 to 3,438 cars, a decrease of 214 cars. At present bituminous 
coal is moving at about half the rate prevailing a year ago, and 
anthracite at 86 per cent of the rate at that time. 

Dumpings of bituminous coal at Hampton Roads declined to 322,- 
964 net tons in the week ended July 26. Compared with the week 
before this was a decrase of 53,206 tons. This loss is attributable 
to decreases of 13,864 tons and 32,439 tons, respectively, in cargoes 
consigned to New England and the “‘other coastwise”’ trade. Exports 
totaled 100.096 tons, which was practically the same as before. 

For the first time this season, the weekly rate of movement of 
soft coal from the lower Lake Erie ports passed the 800,000-ton mark 
in the week ended July 27. Reports from the Ore and Coal Exchange 
show that 832,603 net tons were dumped. This was an increase of 
35,096 tons. Considering only the rate of dumpings, the present level 
is not unusually low as is shown by the following statement of dump- 
ings in the corresponding week of the last 6 years: 


a 1,128,000 net tons 1 | 775,000 net tons 
Se 148,000 net tons SEE 659,000 net tons 
eee 745,000 net tons . eee 774,000 net tons 


Taking into consideration the performance during the season to 
date, the comparison is not so favorable. Cumulative dumpings of 
cargo coal during 1924 to date stand at 8,982,834 tons, a decrease of 
36 per cent from the figure for 1923 and 10 per cent less than the 
average fer the 5 years preceding. 

Anthracite shipments from Buffalo increased to 154,828 net tons 
in the week ended July 27. Despite the fact that there were no 
dumpings at Erie, the total dumpings showed an increase of. 31,843 
tons, or nearly 26 per cent. Cumulative shipments now stand at 
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1,443,592 tons, a decrase, when compared with 1923 of more than 
17 per cent. 

According to reports of the Ore and Coal Exchange, as of June 
30, 1924, a total of 6,223,000 net tons of cargo coal had been dumped 
over the lower Lake Erie piers during the present season of naviga- 
tion. In comparison with the corresponding period of 1923, this was 
a decrease of 3,408,000 tons, or 35 per cent. Of the total dumpings 
up to the end of June, 4,748,000 tons, or 76.3 per cent, were billed to 
ports of the United States, and 1,475,000 tons, or 23.7 per cent, to 
Canadian destinations. From the viewpoint of tonnage, United States 
shipments were 39 per cent less than in 1923, and Canadian shipments 
were 21 per cent. Relatively, there was an increase of 4.3 per cent 
in the percentage billed to Canada, and a corresponding decrease in 
that for the United States. The most significant changes were a de- 
crease in the quantity forwarded to Lake Suprior ports in the United 
States to 37.0 per cent of the total, and an increase to 7.1 per cent 
in the percentage for Canadian Sault Ste. Marie and river points, 


LUMBER SHIPMENTS 


Production, shipments and current orders (new business) 
of lumber for the week ending August 2, show an increase over 
the preceding week, particularly in shipments and orders, say 
telegraphic reports to the National Lumber Manufacturers’ Asso- 
ciation, from 354 of the larger commercial sawmills of the 
country, although the totals for the first thirty-one weeks in 
1924 do not yet come up to the record-breaking figures for the 
corresponding period of 1923. 

Figures for July (five weeks ending August 2) show for 
the first time since January shipments and orders above pro- 
duction. August usually is the second highest months of the 
year in production and shipments. 

For the week ending August 2 there was a substantial in- 
crease in new business over the corresponding week of 1923 
equaling almost 20 per cent, while shipments were slightly more 
and production appreciably less. 

Of the reporting mills, 330 have a total normal production 
for the week of 207,776,413 feet, according to which actual pro- 
duction last week was 93 per cent of normal production, ship- 
ments 107, and orders (new business) 114 per cent thereof. 

For all the comparably reporting mills, shipments last week 
were 113 per cent and orders 120 per cent of actual production. 
For the Southern Pine mills these percentages were 116 and 
134, respectively; and for the West Coast mills, 129 and 128. 

The unfilled orders of 242 Southern Pine and West Coast 
mills were 480,833,674, as against 485,290,726 for 249 mills the 
week before. Separately, 128 Southern Pine mills had unfilled 
orders of 234,791,700 feet, as against 222,286,350 for 128 mills 
a week earlier. Similarly, 114 West Coast mills had unfilled 
orders of 246,041,984 feet, as against 263,004,376 feet for 121 
mills the week before. 


The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Week 


Past Week Week 1923 1924 (Revised) 
EE aa ccowds neers aes 354 384 363 
| rae 209,070,721 251,435,129 207,720,062 
a ee era 235,914,810 225,947,115 200,951,500 
Orders (New Bus.) ...... 251,535,492 210,632,680 229,372,991 


The following figures compare the reported lumber move- 
ment as reflected by the same group of mills as above for the 
first thirty-one weeks of 1924 with the same period of 1923: 





Production Shipments Orders 
MD cec-wdicine dinaiwawieniaente -. + «%,117,803,933 7,045,468,360 6,745,252,035 
DEES  “Kutinvewmdviomedanev newest 7,320,770,457 7,567,254,135 7,062,501,764 
1934 DecrGase: ..scsevces 202,966,524 521,785,775 317,249,729 


The mills of the California White and Sugar Pine Asso- 
ciation make weekly reports, but they are not comparable in 
respect to orders with those of other mills. Consequently, the 
former are not represented in any of the foregoing figures. 
Eleven of these mills reported a cut of 9,942,000 feet last week, 
shipments 7,954,000, and orders 8,201,000. The reported cut 
represents 22 per cent of the total of the California Pine region. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars declined in the 
period July 15-22, inclusive, the total having been 344,892, as 
compared with 355,720 in the preceding period, a reduction of 
10,828 cars, according to the car service division of the Amer- 
ican Railway Association. The average daily shortage was 54 
cars. 

The surplus was made up as follows: Box, 129,772; ven- 
tilated box, 480; auto and furniture, 16,640; total box, 146,892; 
flat, 7,050; gondola, 73,391; hopper, 85,215; total coal, 158,606; 
coke, 3,441; S. D. stock, 12,186; D. D. stock, 3,111; refrigerator, 
12,515; tank, 186; miscellaneous, 955; total, 344,892. 

The shortage was made up of 35 box, 5 auto and furniture, 
3 gondola, 1 D. D. stock and 10 refrigerator cars. 

Canadian roads reported a surplus of 28,050 cars made up 
of 24,150 box, 600 flat, 2,200 S. D. stock, 1,100 refrigerator cars, 
and no shortage. 
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Union Pacific 7000 (Mountain Type) the most powerful high speed passenger locomotive in the world. 


The Power That Serves 


This enormous locomotive with a record 
of a continuous 716 mile run at high 


speed is one of 50 recently placed in out by electric automatic block signals, 
service on the Union Pacific. over which you may journey and ship 
It embodies allthelatestimprovements your goods in the confident knowledge 
and is typical of the high standard of that the Union Pacific stands in the 
equipment of the Union Pacific. very fore-front of American railroads. 


Traffic Agencies 
Complete information regarding passenger and freight service 
ures. cheerfully furnished by any Union Pacific representative. 


veek, Offices are maintained at principal cities throughout the country. 
cut 


It gives assurance of a splendidly 
maintained roadway, protected through- 


gion. ATLANTA, GA 49 N. Forsyth St. KANSAS CITY, MO 805 Walnut St. REDLANDS, CAL 14 Cajon St. 

BIRMINGHAM, ALA. .1st Ave. & 20th St. LINCOLN, NEB 204 N. 11th St. RENO, NEVADA... .Second & Center Sts. 

8th & Bannock Sts. LONG BEACH, CAL. .120 W. Ocean Blvd. RIVERSIDE, CAL 680 Main St. 

294 Washington St. LOS ANGELES, CAL....221 S. Broadway rg cc hg -— 1006 Fourth St. 

ki i MILWAUKEE, WIS 221 Grand Ave. SAN PEDRO, 521 Beacon St. 

CHEYENNE, WYO. -1605 Central Ave. MINNEAPOLIS, —'s .125 S. Third St. SALT LAKE cry. UTAH.10S. Main St. 

CHICAGO, ILL :58 E. Washington St. NEW ORLEANS, LA. . .226 Carondelet St. SAN DIEGO, " 

CINCINNATI, Oo 4th & Vine Sts. NEW YORK, N. 280 Broadway SAN FRANCISCO, CAL. ..673 Market St. 

CLEVELAND, O. Euclid Ave. & E. 9th St. OAKLAND, a ....-433 Fourteenth St. SEATTLE, WASH... ....1405 Fourth Ave. 

COUNCIL palate IA 37 Pearl St. 149 Pier Ave. SIOUX CITY, IOWA... .520 Nebraska St. 

DALLAS, Ft ..Commerce & Akard Sts. 390 24th St. SPOKANE, WASH 727 Sprague Ave. 

601 Seventeenth St. PASADENA, CAL 403 E. Colorado St. ST. JOSEPH, MO., Frederick Ave. & Felix St. 

6th & Locust Sts. PHILADELPHIA, PA. .15th & Market Sts. ST. LOUIS, MO 611 Olive St. 

DETROIT, MICH... .127 Lafayette Blvd., W. PITTSBURGH, PA. Smithfield St. & 6th Ave. TACOMA, WASH 106 S. Tenth St. 
FRESNO, CAL, Tulare St. & Van Ness Ave. PORTLAND, ORE Pittotk Block TORONTO, ONT 


69 Yonge St. 
W. H. MURRAY, General Passenger Agent, Omaha, Nebraska C.J. LANE, General Freight Agent, Omaha, Nebraska 
D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah 


H. E. GODWIN, General Freight Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’l Passenger Agent,. Portland, Oregon 


H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
T. C. PECK, Gen’l Passenger Agent, Los Angeles, California W. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law + 
of interstate transportation of freight. A traffic man of long experience 


and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

: Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D.C. 





Liability of Initial and Delivering Carriers for Loss to Ship- 
ment Moving Over Rail-Water-and-Rail Route 

Pennsylvania.—Question: Would like to obtain your opinion 
in regard to the following: On or about September 15, 1922, a 
shipment of 400 one hundred pound bags of bran was forwarded 
from Davenport, Ia., to Philadelphia via C. & N. W. R. R., 
Chicago Steamship Co., N. Y. C., and P. & R. Ry. to destination. 
While in transit about ten bags were lost and eighteen bags 
recoopered. The delivering line declines liability on the ground 
that the loss and damage occurred while the property was in 
possession of the lake line, although they have not proved this 
to be the fact up to the present time. As you are aware, the 
lake line has failed and gone out of business. 

The point on which I wish to ask your opinion is this: 
Does the failure of the lake line absolve all the railroad car- 
riers from any liability for loss or damage, or are any of the 
railroad carriers liable for all or any part of the loss and dam- 
age to the shipment, particularly as a through bill of lading was 
issued by the originating road? 

It has occurred to me that you may be in a position to give 
reference to some supreme court or other decision covering a 
similar case and will be greatly obliged for any information or 
advice you can extend on the subject. 

Answer: In accordance with paragraph (a) of Section 1 


of the Interstate Commerce Act, the. provisions of the Act® 


apply to common carriers engaged in the transportation of 
property wholly by railroad or partly by railroad and partly 
by water when both are used under a common control, man- 
agement, or arrangement for a continuous carriage or shipment. 

Under the provisions of paragraph 11 of Section 20 of the 
Act, the initial carrier is liable for loss, damage or injury to 
a shipment, regardless of whether the loss, damage or injury 
occurred on its line or on the line of a connection. 

However, under the same paragraph of the Act, if the loss, 
damage or injury occurs while the property is in the custody 
of a carrier by water the liability of such carrier shall be de- 
termined by and under the laws and regulations applicable to 
transportation by water, and the liability of the initial carrier 
shall be the same as that of such carrier by water. 

Apparently the shipment in question moved over a rail and 
water route, the lines composing which were being used under 
an arrangement for a continuous carriage or shipment, within 
the meaning of paragraph (a) of Section 1 of the Act. If so, 
the initial carrier can be held liable for the loss, without proof 
on your part of where the loss occurred, provided it did not 
result from one of the excepted causes to either the rail or 
water carriers liability, the burden being upon the carriers 
to prove that the loss resulted from such excepted cause. 
; An action may be brought against the delivering carrier, 
if desirable, for the loss, but if this carrier proves that the loss 
did not occur while the shipment was in its possession, no re- 
covery may be had against it, as a delivering carrier is not 
liable for loss, damage or injury to a shipment which occurred 
prior to the receipt of the goods by it. 


There are, however, certain presumptions which are of aid 
to a party bringing an action against the delivering carrier, 
which presumptions must be rebutted by the carrier. See 


> Hy N. W. Ry. Co. vs. C. C. Whitnack Produce Co., 258 U. S. 


It is for you to decide, in the event that your claim is not 
paid, whether to bring an action against the initial or deliver- 
ing carrier, or at all, in view of the limited liability of the 
water carrier, under the Harter Act. 

Liability of Carrier for Damage Resulting from Loss of Recon- 
signing Privilege Due to Delivery of Shipper’s Order Ship- 
ment Without Requiring Surrender of Bill of Lading Even 
Though Carrier Protected by Bond of Notify Party. 

; Michigan.—Question: We have made many shipments dur- 
ing the past year consigned to our order to points in the 
southeastern states. The notified party at destination has filed 
with the carriers a blanket. bond enabling them to secure 
delivery of these shipments without surrender of the order bill 
of lading. 


In several instances shipments not being up to grade were 
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refused and we were notified by the carriers that they were 
on hand at destination and were asked for disposition orders, 
We then secured the order bill of lading and gave orders for 
reconsignment to other points on the direct route supposedly 
at the through rate, but upon arrival at the new destination 
charges were collected at the combination of rates over the 
reconsigning point. Upon investigation, the carriers informed 
us that the through rate could not be protected because the 
cars had been placed at the notified party’s plant at original 
destination. We were not aware of this and were not notified 
of the fact when we received notice that cars were refused. 

Have we a basis of action at law against the carriers 
for conversion of our property by reason of their making de- 
livery without requiring surrender of the order bill of lading 
or should we make complaint before the Commission asking 
protection of the through rate? 

Answer: In our opinion, an action at law for conversion 
would lie in the instant case, and recovery therin would include 
damages resulting from the loss of the reconsigning privilege, 
due to the carrier’s delivery of the shipment without requiring 
the surrender of the bill of lading. 

An action before the Interstate Commerce Commission, 
might, we believe, be based on the premise that the carrier, 
in making delivery of the car without requiring surrender of 
the bill of lading, performed services not contracted for by the 
shipper in taking out a shipper’s order bill of lading (this form 
of bill of lading contemplating the holding of a car at destin- 
ation, without delivery thereof, for surrender of the bill of 
lading covering the same), which unauthorized service re- 
sulted in the loss to the shipper of the reconsigning privilege 
and injury or damage to the extent of the difference in the 
through rate and the combination rate over the point of recon- 
signment. See in this connection Parlin & Orendorff Plow Co., 
of St. Louis, vs. United States Express Co., 26 I. C. C: 561, 
the principle of which case is, in our opinion, applicable to the 
instant case, in that the carrier performed an unauthorized 
service to the detriment of the shipper, the Commission award- 
ing reparation based thereon. See also Conference Ruling 237. 

Again, the complaint might be based on the ground that 
the carrier, in publishing reconsigning rules applicable to ship- 
ments moving on order notify bills of lading, thereby obligates 
itself to do act unauthorized by the shipper or consignee which 
will so affect the shipment as to render inapplicable thereto 
the reconsigning rules published by. the carrier. 

Bills of Lading—Nature of—Contract and Receipt 
lowa.—Question: I notice in your issue of July 19, a deci- 
sion on page 138, that “while the bill of lading is prima-facie 
evidence that the goods were delivered to the carrier as therein 
described, it may be shown by parole that none or only a 
part of the goods described in the bill of lading was actually 
received.” , 

Will you kindly advise if there is any decision or ruling 
that will protect a bill of lading from the effect of the above 
court decision? 

Answer: A bill of lading is an instrument issued by the 
carrier to the consignor, consisting of a receipt for the goods 
and an agreement to carry them from the place of shipment to 
the place of destination. The instrument is twofold in its char- 
acter; it is a receipt as to the quantity and description of the 
goods shipped, and a contract to transport and deliver the 
goods to the consignee or other person therein designated, on 
the terms specified in such instrument. 

Insofar as the bill of lading constitutes the contract of 
shipment, parole evidence is not admissible, in the absence of 
fraud or mistake, to vary its terms or to show that the contract 
was different from that shown by the instrument. 

There are a few apparent exceptions to the general propo 
sition, but they are not real qualifications of the rule which is 
too well established to be questioned. 


Insofar as the bill. of lading constitutes the contract of 
shipment, parole evidence is not admissible, in the absence of 
fraud or mistake, to vary its terms or to show that the contract 
was different from that shown by the instrument. 

There are a few apparent exceptions to the general propo- 
sition, but they are not real qualifications of the rule which is 
too well established to be questioned. 


While a bill of lading is prima facie evidence of the receipt 
of the goods by the carrier, such recitals are not conclusive, 
and it may be shown by parole evidence that none of the goods, 
or only a part of the goods, described in the bill of lading, 
were in fact received. There are no exceptions to this rule and 
this principle has been held to apply to third parties as well as 
to the original parties to the bill of lading, where it is marked 
‘not negotiable.” Nevertheless the recitals of ‘the bill of lading 
as to the receipt of the goods places the burden on the carrier 
to show the contrary, and in the absence of convincing testi- 
mony establishing mistake they must control. Conversely, tlie 
shipper er consignee may contradict the bill of lading by parole 
evidence showing that the carrier received a larger quantity 
than the bill of lading acknowledged to have been received. 
The carrier may, however, by stipulation quarantee the 
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quantity of goods received so that the recital of the bill of lading 
will be conclusive, even as against mistake, and render the 
carrier liable for any shortage. Nevertheless the language of 
the agreement must be quite clear and explicit to preclude 
the carrier from showing by parole evidence a mistake in the 
quantity. 

Liability of Steamship Company for Damage by Salt Water 

New York.—Question: We made a shipment from New 
York to San Francisco via one of the coastwise steamship 
companies and the goods were insured free of particular aver- 
age for their total value, including the freight charges. The 
shipment arrived in San Francisco damaged by salt water. 
The insurance company claim that their policy does not cover 
damage by salt water, and that is something which is charge- 
able to the steamship company. The steamship company claims 
that they are not responsible for any damage by salt water as 
that is something beyond their control. Therefore, it is a case 
of passing the responsibility from one to the other. 

Now in case you decide that the insurance policy does 
not cover this damage, then would the steamship company as 
a common carrier, in consideration of the goods being accepted 
by them at New York in first class condition and no exceptions 
noted, be responsible for the condition of those goods when 
they arrive in San Francisco, regardless of the insurance policy 
conditions, simply on a common carrier basis? 

Answer: The liability of the carrier depends upon whether 
or not the injury to the shipment resulted from a peril of the 
sea or from the negligence of the carrier, which is a question 
of fact, the burden being upon the carrier to show that the 
loss resulted from a peril of the sea, if delivery to the carrier 
in good condition and delivery by the carrier at destination in 
a damaged condition is proved. If, however, this burden is met 
by the carrier no recovery can be had. 

Losses arising from perils of the sea or dangers of naviga- 
tion, within the meaning of the exception in the bill of lading, 
are such only as happen in spite of the best human exertions, 
which cannot be prevented by human skill and prudence. Pro- 
peller Niagara vs. Cordes, 16 U. S. (L. ed.) 41; The Portsmouth, 
19 U. S. (L. ed.) 754. If the loss is attributable to the insuf- 
ficiency of the vessel or her equipment, or might have been 
avoided by the exercise of reasonable skill or diligence, at the 
time when it occurred, it is not deemed such a loss by the 
perils of the sea as will exempt the carrier from liability, but 
rather a loss by the negligence of the vessel owner or his 
agents, from which the stipulation in the bill of lading will not 
protect him. Clark vs. Bauer, 169 U. S. 104. 

Damage to a cargo by sea water is usually held to be caused 
by a peril of the sea, within the meaning of the exception in 
a contract of affreightment, when the proximate efficient cause 
of the entrance of the sea water is itself a peril of the sea, as, 
for example, where the water in unavoidably shipped from the 
violence of storms, or stress of weather. The G. R. Booth, 171 
U. S. 234; the Folmina, 212 U. S. 354; Rich vs. Lambert 13 
U. S. L. ed.) 1017. It is otherwise if the cause of the entrance 
of the water is the unseaworthiness of the ship, the negligence 
of the captain or crew, the ordinary wear and tear on the ship 
to be expected in the usual course of navigation, or the natural 
silent action of the elements upon the fabric of the vessel. 
It has been held that damage by sea water was not due to a 
peril of the sea where the water gained entrance through a 
port which had been left open or insufficiently fastened on sail- 
ing, in consequence of want of care during loading. The 
Majestic, 166 U. S. 375. 


CONDITION OF CARS 


Freight cars in need of repair on July 15 totaled 200,152 
or 8.8 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Amer- 
ican Railway Association. This was an increase of 5,283 over 
the number reported on July 1 at whch time there were 194,869 
or 8.5 per cent. 

Of the total number, freight cars in need of heavy repair 
totaled 151,228 or 6.7 per cent, an increase of 6,316 compared 
with the number on July 1. Reports showed 48,924 or 2.1 per 
cent in need of light repair, a decrease since July 1 of 1,033. 


GOOD DEMURRAGE RECORD 


The International Harvester Company is continuing its de- 
murrage record. In June, with twenty-one plants scattered over 
the United States, including a good-sized steel plant at South 
Chicago, it handled something over 10,000 cars in and out bound, 
with a total demurrage debit of $107. 





DETROIT & IRONTON EXTENSION 
The Detroit & Ironton Railroad Company has been author- 
ized by the Commission to construct a line of railroad between 
Malinto, O., and Durban, Mich., extending from a connection 
with the Detroit, Toledo & Ironton at Malinta to a connection 
with the Ironton at Durban, a distance of approximately 55 
miles. The Detroit & Ironton was authorized to issue $7,500,000 
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of first mortgage 5 per cent gold bonds and to sell them at par, 
the proceeds to be used for the cost of construction of the 
extension. 

Henry Ford is president of the Detroit & Ironton. The new 
line will be used by the Detroit, Toledo & Ironton, the Ford 
railroad, as a more direct route to Detroit than it now has by 
the present terminal of the D. T. & I. . 


STATESBORO NORTHERN ACQUISITION 


The Commission has issued a certificate authorizing the 
Statesboro Northern Railway to acquire a line of railroad ex- 
tending from Stevens Crossing to Statesboro, Ga., a distance of 
40 miles. John Skelton Williams, as receiver of the Georgia & 
Florida, was authorized to acquire control of the Statesboro 
Northern by lease but that part of the application asking au- 
thority to acquire control by purchase of stock was not passed 
upon, consideration thereof being deferred. 


UNLAWFUL CREDIT CASES 


~The Bureau of Inquiry of the Commission has been advised 
of pleas of guilty by the New York Central, Erie and Lehigh 
Valley to indictments in the federal court for the Western dis- 
trict of New York at Buffalo charging unlawful extensions of 
credit to shippers in Buffalo and imposition of a fine of $5,000 on 
each of the carriers. The indictments were procured as the re- 
sult of investigations by the Bureau of Inquiry. The New York 
Central was charged with unlawful extension of credit to A. A. 
Lyth & Sons Company, Kellogg Structural Steel Company and 
William Neubecker. The Erie was charged with unlawful ex- 
tension of credit to the Buffalo Body Corporation and the Sen- 
eca Clay Company. The Lehigh Valley was charged with un- 


lawful extension of credit to Yates Lehigh Coal Company and 
Fred H. Loehr. 





INLAND WATERWAYS CORPORATION 


The first meeting of the advisory board of the Inland Water- 
ways Corporation was held with the Secretary of War August 7. 
Provision for creation of the board was made in the act creating 
the corporation. There are six members, five of whom at- 
tended the meeting. They were Milton Hunt, Memphis, Tenn.; 
H. W. Seaman, Clinton, Ia.; R. A. Brown, Birmingham, Ala.; 
W. M. Jacoby, Pittsburgh, Pa.; and J. E. Smith of St. Louis, 
Mo. The sixth member, M. J. Sanders, of New Orleans, was 
not present. Plans were considered to reduce cost of operation 
of the barge lines on the Mississippi and Warrior rivers. 


DOCKET OF THE COMMISSION 


‘Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


Aves 11—Los Angeles, Cal.—Commissioner Iewis: 
14242—Consolidated Lumber Company vs. Director-General, and 


LA. & SS. L. RB. R. 
— Angeles Pressed Brick Company vs. Pacific Electric Ry. 
e E 


August 12—Los Angeles, Cal.—Commissioner Lewis: 
15684—The Lumbermen’s Exchange vs. Southern Pacific et al. 


August 14—Washington, D. C.—Examiner Brown: , 
‘ Finance No. 4083—In the matter of the application of the Balti- 
more & Eastern Railroad Co. for a certificate of public conven- 
ience and necessity authorizing it to acquire and operate a line 
of road for authority to issue its capital stock in the amount of 
$230,000, par value. p 
Finance No. 4084—In the matter of the application of the Balti- 
more, Chesapeake & Atlantic Railway Co. for approval and au- 
thorization of the acquisition of control by it of the Baltimore 
& Eastern R. R. Co. through the purchase of that company’s 
capital stock. 


August 19—Tawas City, Mich.—Public Utilities Comm. of Michigan; 
Finance No. 3547—In the matter of the application of the Detroit 
& Mackinac Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its line, Indian River Branch. 
Finance No. 3548—In the matter of the application of the Detroit 
& Mackinac Ry. Co. for a certificate of public convenience and 
necessity authorizing it to abandon its Lincoln Branch, 
August 22—Washington, D. C.—Examiner Davis: 

Finance No, 4220—In the matter of the application of the Bell Tele- 
phone Company of Pennsylvania and the Lehigh Telephone Com- 
pany for a certificate of advantage and public interest. 

August 25—St. Louis, Mo.—Examiner Money: 
* I, and S. No. 1950—Oyster shells from New Orleans, La. group to 
Kansas points. 


— So Paul, Minn.—Commissioner Campbell and Examiner 
eeler: 
14785—In the matter of charges for passengers traveling in sleep- 
ing and parlor Cars. _ : 
11567—Order of the United Commercial Travelers of America VS. 
Pullman Company. 
August 26—Kansas City, Mo.—Examiner Money: 
* 1, and S. No. 2206—Restrictions in the combination rule in W. T- 
L. territory. 


August 27—Kansas City, Mo.—Examiner Money: 


*'E ae S. No. 2200—Switching at Kansas City, Mo., and related 
points. 


September 2—Hays, Kansas—Public Utilities Commission of Kansas: 

Finance No. 3529—In the matter of the application of the Golden 

Belt Rajlroad of Kansas for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 
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5 CONTINENTAL 





Consolidate those 
Lc.l. shipments through 


“TRANS-CONTINENTAL” 


In the ordinary course of events, l.c.1. 
shipments are costly to deliver, involve 
details out of proportion to their value; 
and are a long time in transit. 


In short, l.c.l. deliveries are often the largest 
stone in the road to the economical conduct 
of a traffic department. 


But if you take advantage of the services 
of this organization; the detail connected 
with these small shipments is almost en- 
tirely eliminated and you are left free to 
handle the major affairs of your department 


Try this Trans-Continental idea on your 
next shipment available for consolidation. 
We will deliver your goods on scheduled 
time for a figure very close to the car-load 
rate. 


Write our nearest office for full infor- 
mation. 


TRANS-CONTINENTAL FREIGHT Co. 


Gen’! Offices: 203 So. Dearborn St., Chicago, Ill. 
East’n Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


ee I ringgit. 6.00055 -0 ion w is wee ae ee ema Van Nuys Bidg. 
NN ere eee Monadnock Bldg. 
SSO ere eee ere 13th & Kearney Sts. 
i POEL. in wg: KeWwle' eee en 00 sab owned eane¥e L. C. Smith Bldg. 
EE MR ora o0 540s Fors sbas au seni Mew awe veh S bowel 1700 15th St. 
at. Sad. cise accen-s 0iecsebaences ere seue Old South Bldg. 
ES MDa. 6s we. 050 5:040 9's 00-5 ones aoe 3b een eae Drexel Bldg. 
SE aight vain vows «shad 60. 9heenen-os ocean <a Ellicott Square 
ne. Hippodrome Bldg. 
ere ere er ee ee Union Trust Bldg. 
CS Ce I, Mia soe sicecccnckascendee 136 South 4th West St. 


Consolidators of machinery, merchandise, 
household goods, automobiles, etc. 
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T" Chesapeake and Ohio Railway 


Is noted for its beautiful scenery, and is known as the 
“Alps, the Rhine, and Battlefield Line”; the 


scenic and historical line of America. 


Tickets over the Chesapeake and Ohio may be purchased at all ticket offices 
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CHICAGO ee 


THROUGH PASSENGER ROUTES 
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The Chesapeake and Ohio is the route of the famous “F F V” train, the 
“Fast Flying Virginian.” 







Along the Ohio, Kanawha, New and Greenbrier Rivers, through the 
Alleghany and Blue Ridge Mountains and the famous Piedmont Valley. 


Safe and comfortable schedules—all-steel equipment of the highest 
class. Unsurpassed dining-car service. 











NO EXCESS FARES 
ALL-YEAR FARES TO WHITE SULPHUR AND HOT SPRINGS 
SUMMER TOURIST FARES TO THE EAST AND WEST 
VARIABLE ROUTE TOURS TO THE EAST 








Stop-overs are permitted on through tickets at the famous White 
Sulphur Springs, W. Va., Hot Springs, Va., and the National Capital. 


Ask for tickets over the Chesapeake and Ohio and enjoy a comfort- 
able and interesting ride. 







J. D. POTTS, Passenger Traffic Manager, Richmond, Va. T. H. GURNEY, Asst. General Passenger Agent, Cincinnati, Ohio 
F. E. LANDMEIER, Western Passenger Agent, St. Louis, Mo. R. E. PARSONS, District Passenger Agent, Louisville, Ky. 
O. N. SPAIN, Eastern Passenger Agent, Washington, D.C., and 299 Broadway, New York City 


Au 
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SANTA FE $5,000,000 TERMINAL BUILDING 
The Best Known Business Address in Dallas 


Its appearance, exterior and interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 


this structure the logical location from which to serve this Trade Area—A Centralized Market for 
Southwestern. Buyers. 


The location is a time-saving eie- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 


UNIT 1—WNineteen-story modern 
office building and adjoining ten- 
story display room portion. 


UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 


UNIT 3—Cold storage warehouse 
for perishable products—1,500,000 
cubic feet capacity. 


UNIT 4, to be occupied by National 
Distributors. 


With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 


Contract for space by applying to 
DALLAS TRANSFER COMPANY, DALLAS 
SOUTHERN ICE & UTILITIES COMPANY, DALLAS 
TERMINAL BUILDING CORPORATION OF DALLAS 
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Trucking Costs Have Been Cut— 
Have You Cut Yours? 


VERYBODY knows that a truck will pull a 

bigger load than it will carry. And warehouse- 
men and others with heavy loads to haul are 
discovering that there is a big profit in the employ- 
ment of GMC Tractor Trucks and trailers. With 
one operator and one engine, a GMC fifteen-ton 
Tractor Truck will pull a full fifteen-ton load 
anywhere its wheels can get traction. It will walk 
up grades and go through mud where an ordinary 
five-ton truck with a capacity load would stall. 


One-third the number of trips to move the. same 
tonnage. One-third the labor cost for drivers ! 


The famous GMC Two-Range Transmission makes 
it possible for any GMC to haul a bigger load any- 
where. It gives surplus power for the pinches — 
then at a shift of a lever—speed for the easy going. 


Before you buy any more trucking equipment, 
study the GMC catalog. It is a wise move in the 
direction of more efficient, more economical hauling. 
Your profit sheet will appreciate GMC assistance. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
PONTIAC. MICHIGAN 





General Motors 
Trucks 





Clip and Mail 


GENERAL MOTORS TRUCK COMPANY, 
Dept. 41, Pontiac, Michigan 


Send me the GMC catalog. 


SH SSK SCE COHH CE SE ROPE DE CKROEEEEE SO SCO HOO OOO 06 O18? 


Business 


Address 


eee eee em ee ee ee eee eee ee ese eeeeeeseeeeeeeeeee® 








August 16, 1924 THE TRAFFIC WORLD 


the shortest oat’ & 
‘Your consuming Markets 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


_ Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


c") HARRISBURG 
fe OM IL ADELPHIA 


BALTIMORE he 
% WAREHOUSE 
FACILITIES OF THE 
EANSYLVAyy, 
RAILROAD 
SYSTEM 


Segenee Wea baits.  —-“ Wabnn Wachendingte, ita A.” Panmetens Heated Wecieme tart take tae 
. ? 7] ’ M e 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. : 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. = oe #5, 
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“They that go down to the sea in ships, that do business in great waters” 


Launching of a New Queen 


In our picture the ship herself is going down to the sea for her first plunge into great waters. 
The launching of the new Queen of our “Morgan Line” fleet—the good ship “Bienville’”—occurred 
at Tacoma, Washington, July 16, 1924—one month ago today. 


“The Bienville” 


is named in honor of Jean Baptiste Lemoine de Bienville, a French captain born in Canada, who 
founded New Orleans, the Crescent City, which is the southern terminus of the new Queen’s 
run from New York (One Hundred Golden Hours at Sea), in which she will ply along with the 
already popular and famous “Momus” and “Creole.” 


A Worthy Addition to the “Morgan” Fleet 


The “Bienville” is a single screw oil burner, 
445 feet length over all, 57 feet beam, speed 16 
knots. Her deadweight capacity is 7,000 tons. 
She has three passenger decks and accommodates 
237 first class and 111 third class passengers, the 
latter in rooms holding six persons on main deck 
forward, the former in outside staterooms of 
extra width on hurricane and promenade decks. 
Rooms have the most modern lighting, heating 
and ventilating facilities and many of them have 
private baths. There are also six de luxe suites. 


= 


The dining saloon seats 200. ‘Tables are for 
four, six and eight persons. The music room is 
elegantly furnished in Colonial style. Large 
double doors connect the smoking room and the 
lounge. The latter, with its large windows on 
each side, gives the impression of an observa- 
tion parlor. There are no pillars in the lounge, 
providing ample space for dancing. 

The “Bienville” will go into service some time 
in December. We predict she will prove a pop- 
ular ship on a popular run. 
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